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SUPERHEATERS 


MAINTENANCE and OPERATION 
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The application of Superheaters to locomotives results-in 
25 per cent fuel saving or 30 per cent increase in hauling 
capacity. 


00 


To continuously obtain these results from superheater 
locomotives requires: 




















Correct operation of the locomotive; 


Clean flues; 





Tight joints at the header; 
Good header castings; /: 


, n 
Correct superheater maintenance. 




















It is our intention to use our regular advertising space to y 
assist railroad men in-obtaining the best results from super- 
heater locomotives. The first*advertisement in this series 


appears on page 45 of last week’s issue and the series will 
continue regularly. 
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Specify BUCKEYE JACKS 


and be assured that you are getting the best jack in 
design, capacity and longevity that is manufactured 
Send for Catalogue 
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FEDERAL SIGNAL COMPANY 
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Railway Signaling and Interlocking 

52 Vanderbilt Avenue New York, N. Y. 
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Every man in this country between the ages of 18 and 20, 
inclusive, and 32 and 45, inclusive, must register on Thurs- 
day, September 12, in accordance with 
the provisions of the new Man Power 
bill. The registration and classifica- 
tion of 13,000,000 men is a tremen- 
dous task. The increased rate at 
which we have been sending men abroad has nearly de- 
pleted the ‘reservoir of Class I men now available for full 
military service. Stern necessity requires the immediate en- 
rollment of the additional men, leaving very little time for 
a far-reaching publicity campaign to advise and awaken 
every man interested as to his duty. It therefore devolves 
upon every loyal citizen not only to co-operate cheerfully in 
doing his duty, but to go far beyond this, and whether he is 
of draft age or not, to see that his associates and those in his 
employ are fully informed as to the requirements of the law. 
Every influence should be brought to bear to have a max- 
imum registration. ‘It is the call to duty,” said President 
Wilson in his proclamation, “to which every true man in the 
country will respond with pride and with the consciousness 
that in doing so he plays his part in vindication of a great 
cause at whose summons every true heart offers its supreme 
service.” 


Registration 
Day 
September 12 


The Fourth Liberty Loan Campaign will begin on Septem- 
ber 28 and will undoubtedly be for a larger sum than any 
of the preceding loans. Real sacrifices 
will have to be made to insure its suc- 
cess and thus back up the remarkable 
progress that is now being made on 
the Western front. The war will be 
shortened and lives of our boys will be saved by getting the 
entire nation squarely behind the war program and support- 
ing it enthusiastically, intelligently and. thoroughly. While 
the money will be needed badly it is even more necessary that 
there be increased activity on the part of all of those who are 
engaged in occupations that are essential to the winning of 
the war—and this should mean practically everybody. To 
cultivate a “Win-the-War” spirit and “arouse serious en- 
thusiasm for the loan,” it is suggested that every employer 
or organization hold preliminary meetings for employees 
or members before the beginning of the campaign. The 
Liberty Loan Bureau has prepared suggestions for the 
programs for these proposed meetings; more complete in- 
formation as to these programs with directions for secur- 
ing copies of the Liberty Loan Committee booklet will be 
found on pages 36 and 37 of the advertising section of this 
issue. 


Prepare for 
Fourth 
Liberty Loan 


The most significant action of the National Industrial 
Traffic League, at its convention in Buffalo last week, was 
the resolution adopted in the last five 

Suggest a minutes of the meeting, telling Mr. 
Traffic Adviser McAdoo that he ought to have an in- 
for Mr. McAdoo dustrial traffic man on his board of ad- 
visers. This meeting lacked nothing in 

intense feeling, though it was very decorous. Nothing like 
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harshness or unfriendliness toward the railroads was even 
suggested by anything that was said or done; yet, the loudest 
applause of the day was that which followed Mr. Walter’s 
pledge that no local committee would be allowed to settle any 
change in freight rates unless there were a shipper on the 
committee. At the same time there was very specific men- 
tion of innumerable faults in the operation of the freight 
(and passenger) service since the government took the job, 
and the officers and committees of the association went home 
with their portfolios full of things to be attended to. A 
visitor from Canada speaking at the close of the meeting, 
referring to the sentiment in the Dominion in favor of gov- 
ernment operation of railroads, thought that this two-day 
exhibit of grievances could not be called very encouraging to 
such sentiment. 


The statistics of the Railroad Administration for June and 
the six months ended June 30 make clear that in June, 
and, also in the-entire first six months 
The Decline that the railways were operated by the 
in Freight government, there were declines in the 
Movement amount of freight traffic handled by 
them. In another column, under the 
heading ‘Efficiency Under Government and Private Man- 
agement,” we have commented upon the attempt of Theodore 
H. Price, actuary of the Railroad Administration, to demon- 
strate by the freight operating statistics for the first five 
months of the year that there had been a “striking increase 
in efficiency” under government control. Our conclusion is 
that the statistics for these five months do not show any in- 
crease of efficiency. The same conclusion must be drawn 
from the statistics for June, for in that month there were 
declines, as compared with June, 1917, in the total freight 
handled, in the average miles traveled per locomotive and 
per car per day, and in the average number of tons hauled 
one mile by each car and each locomotive. There was an 
increase in the average number of tons carried per loaded 
car, but the average number of tons per train was the same 
as it was in June, 1917. While there was a decrease in 
loaded freight car miles, there was an increase in empty 
freight car miles, and therefore an increase in the percentage 
of empty car miles to total car miles. There were increases 
in the proportion of freight locomotives and of cars in or 
awaiting shop. ‘The statistics for June are given in detail 
elsewhere in this issue. One question which they raise is as 
to whether the decline shown in the total traffic handled was 
due to the fact that there actually was less traffic offered to 
the railways, or to the fact that they were unable to handle 
as much traffic as they did the year before. If the statistics 
of car shortages and surpluses were still being compiled and 
published they would throw light on this question, but the 
Railroad Administration discontinued them early in the year. 
If there has been an actual decline in the total amount of 
traffic available, this would largely explain the apparent de- 
cline in efficiency and might show that it was nominal rather 
than real. If, on the other hand, it be assumed that the 
amount of traffic offered to the roads was as great in June, 
1918, as in June, 1917, the inference the statistics suggest 
is that there has been some decline in the general efficiency 
of freight train operation. 
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An Opportunity for Engineers 


INCE THE UNITED STATES RAILROAD ADMINISTRATION de- 

cided to substitute government operation for federal con- 
trol of the railways it has become necessary to build up cor- 
porate organizations to represent the stockholders of. the indi- 
vidual properties and to protect their interests in negotiations 
with the Railroad Administration. In consequence many 
experienced railway men have withdrawn from active par- 
ticipation in the operation of the properties in order that they 
may serve in corporate positions. As a result the railways 
have lost the services of such men as E. P. Ripley, Daniel 
Willard, Samuel Rea and Julius Kruttschnitt, who have long 
been regarded as among the leaders in the development of our 
transportation systems. In the building up of these duplicate 
organizations for the corporations no branch has been affected 
more directly than the engineering department. The con- 
siderations which will form the basis for a large part of the 
negotiations between the government and the carriers will 
center in large measure about the changes made in the physi- 
cal properties and the standards to which the roads are main- 
tained. The government has agreed to return the roads to 
their owners at the termination of the period of federal con- 
trol in the same condition as when taken over or to make 
proper compensation for any deficiencies. Every change in 
the physical plant must, therefore, be made a matter of 
record. Under the conditions now existing it is not to be 
expected that the government will be able to maintain many 
of the roads to the high standards formerly prevailing and 
the consequent depreciation will become a very important 
factor in the final negotiations. 

These problems are essentially engineering in nature and 
recognition of this fact has already resulted in the selection 
of engineers for executive positions with the corporations on 
several roads; thus on the Burlington a former chief engi- 
neer of another Hill line has been made chairman of the 
board of directors, on the North Western the chief engineer 
has been elected president of the corporation and on the IIli- 
nois Central the chief engineer has been made vice-president. 
On the other roads which have started to perfect corporate 
organizations, chief engineers have been among the first offi- 
cers to be appointed, these men being selected in nearly all 
cases from among the higher engineering officers of the 
operating organizations. ‘The war has created many vacan- 
cies in the engineering departments of the roads, particularly 
among the men in the lower ranks. ‘The formation of these 
duplicate organizations is making equally serious inroads 
among the engineers in executive positions. 


Politics and the Railways 
Under Government Control 


IRECTOR GENERAL of Railroads McAdoo on August 31 
D issued a statement regarding the participation of rail- 
way officers and employees in politics which has been read 
with much interest, and some feeling, by those to whom it 
was addressed. The director general said that “it was a 
matter of common report that railroads under private control 
were frequently used for partisan political purposes; that 
railroad corporations were frequently adjuncts of political 
machines, and that even sovereign states had been at times 
dominated by them.” He added, ““Now that the government 
controls and operates the railroads there is no selfish or pri- 
vate interest to serve, and the incentive to political activity 
no longer exists.” He therefore ordered that no railroad 
officer or employee shall become a candidate for office, or 
otherwise take an active part in politics. Many of the men 
active in the management of the railways under private con- 
trol are now serving the Railroad Administration in very im- 
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portant positions. They could tell Mr. McAdoo that the 


domination of politics by the railways long ago ceased, and 
that the main trouble within recent years has been the domi- 
nation of the railways by politics. Furthermore, they could 
tell him that within recent years lobbyists representing the 
organized employees of the railways have been very active 
and influential in politics in various states and also at Wash- 
ington, and they might be disposed to ask him why he re- 
ferred so pointedly to the ancient domination of politics by 
the railways and did not refer at all to the more recent politi- 
cal activities of the railroad brotherhoods—those, for in- 
stance, in connection with the “basic eight-hour day”? 

Mr. McAdoo is receiving faithful and efficient support 


from many former managers of railway companies, and it is: 


difficult to understand how it can be necessary, as a means 
to helping win the war, for him to refer to the former rela- 
tions between the railways and politics in a way which seems 
directly to slap men of this class in the face. The number 
of statements issued by persons connected with the Railroad’ 
Administration in which very direct reflections are cast upon 
the former private management of the railways is increasing. 
Government operation itself has not thus far proved either 
impeccable or invulnerable, and the Railroad Administration 
may not, in the long run, find it to its advantage to cast slurs 
upon private management which directly challenge compari- 
sons between the past and the present. 


Efficiency Under Government 
and Private Management 


HETHER THIS SHOULD be done or not, everybody knows 

that in the discussion of government ownership com- 
parisons will be made between the efficiency with which the 
railways were operated under private management and the 
efficiency with which they are operated under government 
control. It is, therefore, of present and future national im- 
portance that any such comparisons which may be made 
shall be correct and fair. Certainly, any comparisons 
emanating from official sources which are incorrect or un- 
fair should not be allowed to pass unchallenged. 

Theodore H. Price, actuary of the Railroad Administra- 
tion, recently has sent to the press a statement comparing 
the results of the operation of the freight service of the rail- 
ways during the first five months of government control with 
the results of the operation of that service under private 
management during the first five months of 1917 which in 
essential respects is neither fair nor correct. His statement 
was presented in the Railway Age for August 30, pages 382-3. 
A New York newspaper recently published an editorial con- 
tending that the statistics of freight operation for the five 
months ending with May did not show that there had been 
any increase in efficiency under government management. Mr. 
Price, on the basis of these same statistics, tries to demon- 
strate that there has been a “striking increase” of efficiency. 
After having more than once, by implication, reflected on 
the efficiency with which the railways were operated under 
private management, he concludes, “I can only add that 
two months’ close study of what has been done and may be 
done under a unified management toward increasing the 
serviceable efficiency of the American railways convinces 
me that the wisdom of the President’s action in taking over 
the transportation facilities of the country will be cumula- 
tively demonstrated as the years roll by.” 

The implication of these words appears to be that he 
expects, if net actually desires, to see the government per- 
manently retain possession of the roads. If Mr. Price, in- 
stead of giving ‘two months’ close study” to railway mat- 
ters, had given two years’ close study to it, or, better still, 
ten vears’, he would hardly have drawn from the statistics 
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he uses the conclusions he does. His effort to make the 
press and public believe they show what, in fact, they do 
not show, renders it necessary, in the interest of intelligent 
ublic consideration of the railway question, to make clear 
just what they do show. 

The statistics of freight operation-in question were com- 
piled by the Railroad Administration itself. They are for 
the five months, January to May, 1917, inclusive, and for 
the same months of 1918. They show that the number of 
tons of freight moved one mile was six-tenths of one per 
cent less in these months of 1918 under government control 
than in the same months of 1917 under private management. 
Mr. Price contends that this does not necessarily demon- 
strate any decline in efficiency, for, as he points out, there 
was an increase in the average trainload, and the number 
of miles which freight cars traveled under load in 1918 
was 8.6 per cent less than the number of miles they traveled 
in 1917 to handle an approximately equal traffic. He con- 
tinues: 

“A reduction, in the average daily mileage of locomotives and freight 
cars will also be noticed. This is * * due to the heavier trainload 
and carload. It is not economically practicable to haul heavy trains as 
fast as light ones and the Railroad Administration has adopted the policy of 
loading trains to capacity and moving ‘them on schedules that are not too 
fast to be maintained. * * * The showing indicates, not inefficiency, 
but a striking increase in the efficiency with which the railroads are being 
operated, and that it is directly due to the heavier loading of the freight 
cars and the greater trainload now pulled by each engine. * Instead 
of proving the inefficiency of government management, the newspaper 
referred to seems to have adduced the strongest possible proof of its 
efficiency and wisdom in demonstrating that the old cars and engines are 


being made to do more work than they performed under private manage- 
ment.” 


Now, what are the facts? Let us first examine those re- 
lating to car efficiency. The statistics show that the num- 
ber of tons moved per loaded car increased from 26.2 to 
28.5, or 8.8 per cent. But they also show that the average 
miles traveled by each car daily declined from 26.4 to 23.7, 
or 10 per cent. Mr. Price says that “the old cars are be- 
ing made to do more work than they performed under private 
management.” But the work a car does depends not only 
on how many tons it carries when loaded, but on how many 
miles a day it moves, and the decline in the average num- 
ber of miles traveled by each car daily was so much greater 
in proportion than the increase in the number of tons han- 
dled per loaded car that, as shown in the very statistics 
Mr. Price quotes, the number of revenue tons hauled one 
mile monthly by each car actually declined from 13,586 to 
12,960, or 4.6 per cent. It is not true that the “old cars 
were made to do more work.” Mr. Price’s own figures 
show that on the average each car did less work. 

Next, as to locomotive efficiency. The statistics show, as 
Mr. Price says, that there was an advance in the trainload, 
the average number of tons handled per train in the five 
months of 1917 being 629 and in 1918 646, an increase 
of 17 tons, or 2.7 per cent. But they also show that the 
average miles traveled by each locomotive daily declined 
from 69.1 to 65.7, or 4.9 per cent. Mr. Price implies that 
this decline in daily locomotive mileage was due to the fact 
that the locomotives pulled heavier trains. Let us see about 
that. The increase in the average trainload having been 
2.7 per cent, while the increase in the average tons per loaded 
car was 8.8 per cent, one is at once led to suspect that there 
Was a decline in the average number of cars moved in each 
train. A few calculations demonstrate that this was the 
case. The average number of cars handled per train in 
the first five months of 1917 was 33.8 and in the first five 
months of 1918 only 32.6, a decline of 1.2 cars. Now, the 
average freight car weighs over 20 tons. Since the increase 
In the average amount of freight handled per train was only 
17 tons, while the reduction in the weight of the.cars pulled 
In the average train was at least 24 tons, it necessarily fol- 
lows that the average gross weight of each train moved in 
the first five months of 1918 was at least seven tons less 
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than the average gross weight of each train moved in the 
first five months of 1917. Therefore, on Mr. Price’s own 
theory, the average mileage traveled by each locomotive- 
daily should have been increased, not diminished. 

But, as these statistics show, instead of being increased,,. 
the average mileage traveled by each locomotive daily was- 
diminished. What effect did this have on the average: 
amount of work done by each locomotive? The increase- 
in the average trainload was only 2.7 per cent, while the 
reduction in the average mileage made by each locomotive: 
daily was 4.9 per cent. In consequence, as is shown by the 
very table on which Mr. Price bases his argument, in the first- 
five months of 1917 the average number of revenue tons: 
moved one mile by each locomotive monthly was 1,024,754, 
while in 1918 it was only 1,006,007, a decline of 1.8 per- 
cent. In other words, contrary to his conclusion, not only did 
each car do less work than when the railways were under- 
private management, but each locomotive also did less work. 

Mr. Price says that the increase of 8.8 per cent in the: 
average carload was equivalent to an addition of 211,200° 
freight cars, and that the increase of 2.7 per cent in the aver-- 
age trainload was equivalent to the addition of 1,750 locomo- 
tives. He adds: “Surely this is better than buying new cars 
and locomotives at a time when they can only be had at ex- 
travagant prices when the manufacturing energies of the: 
country are overtaxed.”” He bases his calculation upon the 
assumption that there are 2,400,000 freight cars and 65,000" 
freight locomotives in service. But his own table (Railway 
Age, August 9, 1918, page 258) shows that there are only- 
30,655 freight locomotives in service. Furthermore, he ap- 
parently forgets that the average mileage made by each car- 
and each locomotive as well as the average load it transports 
determines how much business it handles. The decline of 4.6: 
per cent in the number of tons of freight moved one mile by 
each car was, according to his own method of calculating;. 
equivalent to a reduction of 110,400 in the number of cars: 
in service; and the decline of 1.8 per cent in the number of 
tons moved one mile per locomotive was equivalent to a re- 
duction of 552 in the number of freight locomotives in: 
service. Therefore, on his theory, government operation in- 
creased, instead of reducing, the need of additional cars and’ 
locomotives. 

So much for the “striking increase in the efficiency with: 
which the railroads are being operated” of which Mr. Rtice: 
proclaims himself the discoverer. Taken at their face value, 
as he takes them, the statistics he uses show, not an increase, 
but a decrease of efficiency. But they should not be taken: 
at exactly their face value, and Mr. Price has rendered the: 
Railroad Administration a very poor service in discussing: 
them as if they should be. The statistics themselves are in- 
teresting and instructive; but, like other statistics, they yield’ 
no useful information unless analyzed and interpreted in the 
light of the conditions under which the operations they reflect 
were carried on. Among the reasons why these particular’ 
statistics cannot be taken at exactly their face value are the: 
following: 

First, the average miles made per: car and per locomotive: 
per day are determined only to a minor extent by the speed’ 
with which they are moved when in train, since, on the aver- 
age, locomotives are in train only about 30 per cent and cars 
only about 10 per cent of the time. Therefore, the declines: 
in the average mileage of cars and locomotives per day un- 
doubtedly are due to causes having little or no relationship: 
to train operation. 

Second, the severe weather of last January caused serious 
reductions in the amount of traffic handled with each car and’ 
locomotive, and the effect of these reductions is still reflected 
in all operating statistics which include those for the month 
of January. 7 

Third, the operating department of the Railroad Adminis- 
tration has been concentrating its efforts on moving, not more: 
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traffic of all kinds, but more essential traffic, and therefore 
failure to increase the total traffic handled does not neces- 
sarily indicate want of efficiency. 

Fourth, regardless of what statistics may indicate, railway 
equipment has not been in satisfactory condition, and this has 
interfered with getting as much service from it as theoretically 
ought to be possible. 

One thing is certain, however, and this is that, taken as a 
whole, the statistics regarding the results of freight operation 
since January 1, 1918, do not show, and cannot be made to 
show, that there has been a “striking increase” or, in fact, any 
increase, in the efficiency with which the railroads have been 
operated since the government took them over, and anybody 
who attempts to show the superiority of government over 
private management by the use of available statistics will 
fail. As the Railway Age said in an editorial last week, 
“every day which passes makes it clearer that the railways 
under the Railroads’ War Board were operating close to their 
maximum capacity with the facilities they had, and that the 
only way they can be made to handle much more traffic is to 
enlarge their facilities.” The Railway Age never took any 
stock in the idea that by merely “unifying” the railways 
under government management a great increase could be 
secured in the amount of traffic moved; and that idea is 
being rapidly demolished by actual experience. The operating 
officers of the Railroad Administration and of the individual 
railroads are working as hard and effectively as they can, but 
experience is demonstrating, as this paper repeatedly has 
predicted it would demonstrate, that government management 
is no more capable of making bricks without straw than is 
private management. 


Denver & Rio Grande 


OR THE FIRST TIME in the history of the Denver & Rio 
Grande the road earned over $10,000 a mile gross. Total 
operating revenues in the calendar year, 1917, amounted to 
$28,423,000, or an average of $11,016 per mile on the 2,580 
miles which the company operates. A more liberal policy was 
pursued in regard to maintenance than has been the custom 
for a good many years. There was spent on maintenance of 
way $3,563,000, an increase over the previous year of 
$1,083,000, and the average per mile of road operated was 
$1,381. This is not at all a large expenditure, but it was 
$417 per mile more than was spent in 1916. There was 
$5,185,000 spent on maintenance of equipment, an average, 
exclusive of depreciation, of $3,430 per locomotive, $545 per 
passenger car and $107 per freight car. 

For some years the Denver & Rio Grande has been 
struggling to stave off a receivership. Even before the elec- 
tion of E. L. Brown as president in the latter half of 1917, 
apparently there was a decision arrived at to put the property 
in better shape at all costs. As a matter of fact, had not the 
government taken over the railroads, it would seem that the 
Denver & Rio Grande inevitably would have had to pass 
through a receivership. Under the company’s guarantee of 
the Western Pacific first mortgage bonds, it was involved in 
legal difficulties. The Equitable Trust Company, as trustee 
for the Western Pacific first mortgage bonds, secured an at- 
tachment against $1,292,000 of the $3,208,000 cash which 
the Denver & Rio Grande had at the end of the year. It may 
have been the apparent certainty of receivership which per- 
suaded the management to set to work to put the property in 
better shape without waiting for the formal appointment of 
a receiver. In any case, there are strong evidences of the 
definite adoption of a plan of rehabilitation. 

Besides the increases in maintenance expenses mentioned 
above, there was $964,000 spent for additions and better- 
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ments to road and $1,847,000 for new equipment. Part of 
this new equipment consisted of Santa Fe type locomotives, 
the operation of which necessitated quite extensive improve- 
ments between Denver, Col., and Salida. Ballasting, bank- 
widening and the strengthening of bridges had to be done on 
a fairly large scale and three 100 ft. turntables were installed. 
The company expects to complete the installation of telephone 
train despatching on its entire main line from Denver to 
Ogden, Utah, in the near future and there is now only a 
section between Denver and Grand Junction which remains 
with the telegraph train despatching system. 

Total operating expenses in 1917 amounted to $19,728,000, 
an increase of $4,852,000, or about 33 per cent. The increases 
in maintenance have already been mentioned. Transporta- 
tion expenses amounted to $9,252,000, an increase over the 
previous year of $2,629,000, or 40 per cent. The two largest 
increases were, as was to be expected, in wages and in fuel. 

Notwithstanding the putting into operation of 15 new loco- 
motives, the average train load was somewhat lower in 1917 
than in 1916. The average total train load, including com- 
pany freight, was 540 tons in 1917, as against an average in 
1916 of 553 tons. With the amount of work necessary to 
bring parts of the line up to a safe standard for the operation 
of the heavier locomotives, we may assume that the economies 


























The Denver & Rio Grande 


which will accrue from this heavier power were not effective 
in 1917. 

In connection with the slightly lower average train load, it 
is interesting to note that there was a falling off in tonnage of 
precious ores carried of 358,000 tons, or nearly 9 per cent. 
On the other hand, there was an increase in the tonnage of 
bituminous coal carried of more than 19 per cent. In 1916, 
of the total 12,820,000 tons carried by the Denver & Rio 
Grande, 33 per cent was furnished by bituminous coal and 
34 per cent by precious ores. In 1917, of the total 13,697,000 
tons carried, 27 per cent was furnished by precious ores and 
35 per cent by bituminous coal. 

The following table shows the principal figures for opera- 
tion for 1917, as compared with 1916: 


1917 1916 
Average mileage operated.............0eeeeeee 2,580 2,573 
RENIN  UNINIINY 65.5 hae: x: c1aiercco-clnaiece 6-e é-ioare-a.e $21,849,883 $19,638,456 
I I ooo naive wae pudcd-eie dieses 4,735,517 4,094,500 
Total operating revenues. ........5.-sccccccces 28,423,138 25,464,486 
- Maintenance of way and structures.......... 3,563,297 2,480,173 
Maintenance of equipment...............000% 5,185,374 4,262,733 
NE I Bo ere cing he mk ae alot 6.00.e0% 484,131 494,129 
TEONSPOTTREION EXPENSES... 6.006 ccccccccccese 9,252,440 6,622,974 
SORE CNN ccc cinssuicices aes ceeesces 869,174 698,421 
TOCA OPOCSTINE GEGERSES. «5-00 ccc cccsccccccs 19,728,429 14,876,355 
| RPE eH eee eee aermert 1,231,011 1,124,461 
INI MUNDO occu seu cre eig sate. crse weie'eeacan 7,462,267 9,461,773 
Se FOS Cae eee 8,546,743 10,643,641 
EE Oe eae 2,099,763 4,361,870 
EE ONT ES eres: 172,420 159,958 
eee eS PaO eaeee 130,950 144,311 
Appropriated for additions and betterments...... ........- 2,300,000 
RE Se aint shies ae tie, EE TN 1,796,393 1,757,600 
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Chicago, Milwaukee & St. Paul 
and the Northern Pacific 


I’ IS RATHER SURPRISING that the Chicago, Milwaukee & 
St. Paul carried less freight in 1917 than in 1916 and had 
it not been for a somewhat longer average haul and an in- 
creased rate received per ton per mile, combined with an 
average passenger journey considerably longer in 1917 than 
in 1916, the company would have actually had lower operat- 
ing revenues last year than in the previous year. As it was, 
total operating revenues amounted to $113,739,000, an in- 
crease over 1916 of only $3,130,000. This is in contrast 
with the Northern Pacific operating in the same territory. 
Total operating revenues of the Northern Pacific amounted 
to $88,226,000, an increase of $7,944,000. This is an in- 
crease of 9.9 per cent comparing with an increase of 2.8 
per cent for the St. Paul. Freight revenue for the Northern 
Pacific amounted to $65,259,000 in 1917, an increase of 9.60 
per cent. Passenger revenues amounted to $15,647,000, an 
increase of 12.09 per cent. The freight revenue on the St. 
Paul amounted to $79,957,000, an increase of 0.38 per cent 
and the passenger revenue amounted to $21,330,000, an in- 
crease of 7.96 per cent. 

The number of tons of freight carried on the Northern 
Pacific totaled 22,842,000 in 1917, an increase of 4.33 per 
cent, while on the St. Paul the total number of tons carried 
was 38,444,000, a decrease of 3.86 per cent. The average 
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7.09 per cent. On the St. Paul the number of passengers 
carried was 15,484,000, a decrease of 3 per cent, and the 
average passenger journey was 63 miles, an increase of 9.87 
per cent. The average receipts per passenger per mile for 
the Northern Pacific was 2.368 cents, an increase of a frac- 
tion of one per cent, and for the St. Paul 2.174 cents, an in- 
crease of about one and a half per cent. 

Both the Northern Pacific and the St. Paul were hard hit 
in increased costs of operation; in fact, harder hit propor- 
tionately than was either the Southern Pacific or the Atchison, 
Topeka & Santa Fe. Total operating expenses on the North- 
ern Pacific amounted to $53,298,000, an increase over 1916 
of $10,066,000. ‘Total operating expenses on the St. Paul 
amounted to $85,196,000, an increase of $11,431,000. The 
Northern Pacific spent more for maintenance in 1917 com- 
pared with 1916 than did the St. Paul and was not ap- 
parently able to hold transportation expense down as ef- 
fectively as the St. Paul did. Transportation expenses 
amounted to $28,531,000 on the Northern Pacific, an increase 
of 26.63 per cent, while transportation expenses on the St. 
Paul amounted to $48,083,000, an increase of only 16 per 
cent. It must be remembered that the Northern Pacific’s 
business handled was quite a little larger in 1917 than in 
1916 while the St. Paul’s business was almost the same. 

Maintenance of way and structures on the Northern Pa- 
cific cost $10,782,000, an increase of 15.70 per cent. On the 
St. Paul, maintenance of way and structures cost $10,953,006, 
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The Chicago, Milwaukee & St. Paul and the Northern Pacific 


length of haul on the Northern Pacific was 386 miles, or 
9.39 per cent longer than in 1916, and on the St. Paul 274 
miles, or 2.05 per cent longer than in 1916. The average 
rate received on the Northern Pacific was 7.41 mills per ton 
mile, a decrease of 3.89 per cent, while on the St. Paul the 
average revenue per ton per mile was 7.582 mills, an increase 
of 2.31 per cent. 

The following table shows the tonnage of each of the gen- 
eral classes of commodities carried by the Northern Pacific 
and the St. Paul in 1917 and 1916: 








1917 1916 

a aan me. co —— ‘ 

Northern Northern 

: St. Paul Pacific St. Paul Pacific 

Products of agriculture..... 7,009,902 4,128,537 7,996,020 4,070,962 
Products of animals....... 2,169,679 533,610 2,236,503 474,491 
Products of mines......... 11,715,375 7,606,976 11,406,398 6,782,025 
Products of forests .....00+ 6,430,357 6,751,004 6,404,785 6,672,025 
Manwfacttres ....ccoccvces 6,965,658 2,415,451 7,401,425 1,955,509 
Miscellaneous ....ccccsecee 4,153,382 1,406,573 4,541,005 1,322,301 
TRUER 6. cea tin ace ew Renan 38,444,353 22,842,151 39,986,136 21,893,980 


The total number of passengers carried by the Northern 
Pacific was 8,418,000, or 4.32 per cent less than in 1916, and 
the average passenger journey was 75 miles, an increase of 





a decrease of 12.5 per cent. The expenditure per mile 
on the St. Paul looks rather low. It is quite probable that 
the management found it exceedingly difficult, if not prac- 
tically impossible, to get all of the track labor that it needed. 
There is another thing also to be taken into consideration. 
The St. Paul operates 440 miles of road which has recently 
been electrified. In the course of the work of electrification, 
the roadbed and structures on this 440 miles were put into 
such shape as to require comparatively little renewal expendi- 
tures for a number of years. 

Both companies spent considerably more for maintenance 
of equipment. The Northern Pacific spent $11,245,000 on 
this account in 1917, an increase over 1916 of 33.55 per cent. 
The St. Paul spent $22,015,000, an increase of $4,482,000, 
or 25.6 per cent. At the end of the year 84.35 per cent of 
the Northern Pacific’s locomotives were in good order as com- 
pared with 82.67 per cent in good order at the beginning of 
the year. Of the remainder, 121 locomotives or 8.89 per 
cent of the total, were in fair order and 92, or 6.76 per cent, 
were at shops. The St. Paul does not give figures showing 
the condition of its equipment. It is rather interesting to 
note, however, that the St. Paul spent $221,000 for repairs of 
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electric locomotives. ‘The company had in service in 1917 
45 of these locomotives so that the average expenditure per 
locomotive was about $5,000. 

The Northern Pacific spent $5,211,000 on additions and 
betterments, the largest items being for terminal yards, bridges 
and shops, engine houses and turntables. There was also 
$5,399,000 spent for branch lines, grade revision and second 
main track. This included $773,000 spent for construction 
of the Lake Basin branch and $791,000 for the Flathead 
Valley branch, both in Montana. The company spent $4,- 
260,000 for new equipment, charging $1,986,000 of this 
amount to reserves and the remainder to capital account. 
The St. Paul spent $7,269,000 for additions and betterments 
which included $1,573,000 for power stations, transmission 
system, etc. In addition to the 440 miles previously men- 
tioned as being already operated by electricity, there is 217 
miles from Othello, Wash., to Seattle and Tacoma on the 
western end of the line which is now being equipped for 
electric operation. 

It will be particularly interesting to see what effect the 
elimination of competition will have on the net earnings of 
two roads situated like the Chicago, Milwaukee & St. Paul 
and the Northern Pacific. Competition between these roads 
and between each of them and other roads in the northwest 
was keen to an extent that is hard to realize. It entered into 
the adoption of every policy great or small. It was taken 
into consideration in all questions of operation as well as in 
questions relating to rates. The Northern Pacific, being a 
Hill road, naturally gave a greater relative importance to 
train loading as compared with securing additional competi- 
tive traffic than did the St. Paul. The St. Paul, under the 
management of A. J. Earling, had certain traditions of service 
which rank high in the history of American railroading. On 
the other hand, possibly the newer theories of scientific rail- 
road operation were not as thoroughly understood or at 
least applied in quite so thorough-going a manner on the 
St. Paul as on the Hill roads. 

Before the government took over the railroads, H. E. 
Byram had been elected president of the St. Paul, succeeding 
A. J. Earling, who became chairman of the board of direct- 
ors. Mr. Byram stayed with the property as federal manager 
and J. M. Hannaford, who had been president of the North- 
ern Pacific, stayed with that property also as federal man- 
ager. In the six months, January to June, 1918, the North- 
ern Pacific earned gross $42,023,000, comparing with $42,- 
148,323 gross earned in the first six months of 1917. Oper- 
ating income amounted to $6,027,000 or $8,310,000 less than 
in the first six months of 1917. The Chicago, Milwaukee 
& St. Paul earned gross in the first six months of 1918 
$55,072,130, comparing with $52,282,357 for 1917, and it 
had an operating deficit of $1,879,017, comparing with oper- 
ating income of $12,713,606 in 1917. The following table 
shows the principal figures of operation for the two roads 
in the calendar vears 1917 and in 1916: 


1917 1916 
_ - —_ ———— 
St. Paul WN. P. St. Paul N.P 
Average mileage operated... 10,257 6,522 10,196 6,529 
Freight revenue ........-- $79,957,271 $65,258,995 $79,648,513 $59,543,090 
Passenger revenue ....... 21,329.946 15,646,778 19,756,835 13,959,370 
Total operatine revenues. ...113,739,202 88,225,726 110,609,689 80,281,343 
Maintenance of way and 
ee Oe ee . 10,953,309 10,782,178 12,516,338 9,319,432 
Maintenance of equipment. 22,015,201 11,245,120 17,533,448 8,419,939 
Traffic expenses .......... 1,803,964 1,233,124 1,961,979 1,219,422 
Transportation expenses .. 48,083,125 28,531,413 40,307,996 22,531,072 
General expenses ......... 2,162,192 1,635,779 1,970,637 1,273,389 
Total operating expenses.... 85,195,964 53,297,861 73,765,051 43,232,278 
laxes giana scare de WOW 6,517,212 6,910,728 5,210,119 5,505,124 
Operating income . 22,026,026 28,007,999 31,327,241 31,532,181 
(.ross income . 23,845,379 2,790,502* 34,442,982 40,204,288 
SE I ice ace wbineaiek 1.468,632 29,502,686 16,209,842 26,948,011 
ROE. <5 iracha. a@iavecp ee ew oeterne Rees .»+» 17,360,000 
ae ee ae eaet ae y ee 12,142,686 9,588,011 


*The Northern Pacific received a 10 per cent extra dividend in 1917 on 
its $53,856,350 Chicago, Burlington & Quincy stock which it owns. Nearly 
all of this stock is deposited under the outstanding Northern Pacific, Great 
Nortiern joint bons. 

Note: The gross income and following figures for the St. Paul in 1916 are 
taken from Interstate Commerce Commission reports. 
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Women as Railroad Clerks 
CHICAGO. 
To THE EpItTor: 

The Railway Age of August 16, contains an article en- 
titled “Give a Man a Man’s Work,” which states that a 
great many young men in railroad offices are still engaged 
in clerical work which, in the opinion of the writer of the 
article, could be done as well, if not better, by girls. This 
again brings home forcibly the fact that the railroad clerk 
is not understood or appreciated in a general way. The im- 
pression exists in the minds of too many that a clerk just 
means some one to copy reports, work out details as outlined 
in forms, adding a column of figures or two, etc. The sooner 
this impression is changed, the better for all concerned. 

It .is true that certain positions can be filled by girls; 
give our officials credit for being broad enough to see it. 
In fact, for several years there has been a tendency to fill 
clerical positions with girls to a great extent and with suc- 
cess. However, I find from my own personal experience 
that a great many clerical positions can not and should 
not be filled by girls. These are positions which require 
from two to three years’ education to handle them correctly 
Grant that girls could be trained to fill 
them, we would still be confronted with a big problem. 
Usually about the time they are educated to the useful stage, 
they get temperamental or try matrimony, with the result 
that more must be trained—the same procedure over again 
and again. 

To educate girls as well as men, along clerical lines is a 
problem that is costing railroads a lot of money, and should 
be given some consideration. There are classes of railroad 
clerks, who are indispensable, and they are not old men 
either. The sooner we wake up and attach some import- 
ance to the railroad clerk. the better it will be for the entire 
railroad organization. I know of several offices which would 
be seriously crippled if more girls were employed; in fact, 
their lack of proper clerical knowledge would tend to tie 
up important terminals. I gladly give due credit to the 
women of our country who are surely doing some wonder- 
ful work. 


N. H. GREENBERG, 
Chief Clerk to Assistant Agent, Chicago and Eastern Illinois. 


GOVERNMENT ContTROL IN GRrEECE.—The Greek Govern- 
ment has decided that under present conditions it is neces- 
sary to bring all means of transport strictly under govern- 
ment control as has been done in other countries at war in- 
cluding the United States. As a result of this decision the 
government has taken over the Piraeus-Pelponnesus Rail- 
way. 


INCREASED TRAFFIC ON DOMINICAN CENTRAL RAILROAD. 
—The traffic on the Dominican €entral Railroad for the 
fiscal year ended June 30, 1918, greatly exceeded that of the 
year previous. During the past year 45,000 tons of freight 
were carried from Puerto Plata to the interior, and from the 
interior to Puerto Plata and between intermediate stations, 
against 24,800 tons in 1916-17, a gain of 50.9 per cent. 
Freight receipts increased 63.8 per cent, and passenger in- 
come 43.5 per cent. An arrangement has recently been con- 
cluded between the Dominican Central and the Samana & 
Santiago railroads whereby no charge is made shippers for 
transferring cargo from one road to another at the Moca 
Terminals. 
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A Typical Storage Platform for Castings 





: Efficiency In the Handling of Railway Supplies 


Methods Employed by the Santa Fe in Storing, Handling, 
Distributing and Accounting for Material 


By Charles E. Parks 
Assistant Editor, The Santa Fe Magazine, Chicago 


lution. The efficient handling of railway supplies is a 

comparatively late development of the transportation 
industry. ‘The growth of rail transportation has been so 
rapid that certain elements have lagged behind in the general 
development, employing the methods and practices of the 
eighties in an endeavor to cope with present-day conditions 
and problems. This has been true of the supply department 
perhaps to a greater extent than any other. 

During the early construction period the work of securing, 
handling and accounting for supplies was undertaken in a very 
haphazard manner, each department endeavoring to meet its 
own needs, but as the question of maintenance and opera- 
tion became paramount, it was evident that a department 
especially organized for this purpose was a necessity. Even 
then the store department was looked upon as a necessary 
evil, and it is only within recent years that it has been re- 
garded as a definite source of assistance to the operating 
branches and a means of effecting real economies. 

The Atchison, Topeka & Santa Fe was among the first, 
if not the first railroad in the United States, to recognize the 
definite possibilities of the store department, and very early 
set about to develop it into a valuable tool in the economical 
maintenance and operation of its property. The establish- 
ment of an efficient system of handling supplies on the Santa 
Fe was impelled by necessity. It was a stupendous task even 
under ordinary conditions properly to handle, distribute and 
account for the material needed for the operation and main- 
tenance of nearly 12,000 miles of line, stretching from Chi- 
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cago to the Pacific southwest and to the Gulf Coast, with its 
numerous connecting and branch lines. ‘The task became 
complicated when in addition it was necessary to handle the 
supplies for from five to twenty million dollars’ worth of 
addition and betterment and construction work undertaken 
annually, 50 per cent of which amount was invested in ma- 
terial. To handle this vast stock efficiently and distribute it 
without waste to dozens of widely separated jobs, many of 
them undertaken at the same time, required a system that 
would give the desired result with the least output of labor 
and expense and at the same time produce the necessary effi- 
ciency and accuracy. 

To begin with the Santa Fe discarded all theory relating 
to the problem of material handling and the store depart- 
ment was given authority to take such progressive steps as 
might be necessary for its proper solution. It based its 
system on a common-sense diagnosis of existing conditions. 
If this analysis sustained an efficiency theory, the theory was 
retained. The opinion was once held by all operating officers 
that the functions of the store department were merely those 
of a supplyman—to furnish supplies on demand—and its 
authority over material ended when the material was de- 
livered. The Santa Fe discarded this theory. A little in- 
vestigation disclosed the enormous loss resulting from its 
practical application due to the lack of co-operation between 
the store department and the actual users of the supplies. 
When new work was undertaken it had been customarv to 
order, purchase and deliver all the material needed before 
any construction work was done, with the result that much 
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of the material was badly damaged and some of it actually 
destroyed or stolen when the time came to use it. Sometimes 
the reverse was true and important work was impeded and 
often entirely postponed because of the lack of needed sup- 
plies. Faulty specifications and incorrect requisitions were 
another source of untold delay and expense and no attempts 
were made to prevent the scrapping of serviceable material. 

In order to remedy this inefficiency, the store department 
undertook to secure the co-operation of the operating and 
mechanical officers, with the result that material was de- 
livered only as needed, the expense and delay due to faulty 
specifications and incorrect requisitions were greatly re- 
duced, serviceable material was reclaimed and the investment 
in material reduced to actual necessities. This co-operative 
spirit has been the real foundation stone upon which the 
success of the Santa Fe store department is based. 


Organization 


The chart illustrates the store department organization on 
the Santa Fe. At the head of the department is a general 
storekeeper who reports directly to the vice-president in 
charge of purchases and stores. In this way the purchasing 
and store departments are closely united under one head, 
although at the same time maintaining separate and inde- 
pendent organizations. The general storekeeper has juris- 
diction over the custody, distribution and accounting of all 
the material used on the entire system, including the Santa 
Fe proper and numerous subsidiary companies. Each of 
these lines has its own general store located at some central 
point and managed by a storekeeper who reports directly to 
the general storekeeper. Under them are 35 division store- 
keepers, under whose direction the supplies are issued from 
the same number of division storehouses, located at all di- 
vision headquarters and some division terminals. 

In addition, the store department has direct jurisdiction 
over the fuel department and the stationery department, and 
exercises concurrent jurisdiction with the purchasing de- 
partment over the work of reclaiming material. The fuel 
and stationery departments are operated as independent or- 
ganizations under the general storekeeper, and, while the re- 
clamation plants are operated also as separate organizations 
under the purchasing department, much of the reclamation 
work, such as collecting the scrap, preliminary sorting, etc., is 
performed by the store department and all reclaimed material 
is returned to stock and issued as new material. The im- 
portance of the supply car has grown to such an extent on 
the Santa Fe as to make necessary a general supply car 
storekeeper who reports directly to the general storekeeper. 

A singular feature connected with the Santa Fe store de- 
partment is its closely knit organization and the close co- 
operation it maintains with the other departments of the 
system. The principal means adopted to secure this result 
are the regular informal meetings of all storekeepers affiliated 
with each general store and the annual system meeting of all 
store department heads. The storekeepers’ meeting is some- 
times attended by chief clerks and general foremen and an 
exchange of views covering all matters of material handling 
is had. In addition to the store department officers who are 
obliged to attend the annual system meeting, certain repre- 
sentatives of the purchasing, accounting, operating and me- 
chanical departments are delegated to attend in order to 
work out in conjunction with the storekeepers such material 
problems as arise during the course of the year. 


Material in Stock 


The Santa Fe has some 40,000 items valued at approxi- 
mately $23,000,000 subject to call and approximately one 
hundred points of distribution. To have on hand at each of 
these points the proper supply of each item in their enormous 
variety and at the same time no greater quantity than is 
necessary is one of the principal problems of the department. 
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On the one hand the material is required to be delivered 
promptly when needed and on the other the investment in 
stock must not be out of proportion to the needs of the operat- 
ing branches. These two functions are diametrically opposed 
to each other and so to handle them as not to sacrifice the 
one for the other is an end toward which the department 
works. 

Material Classification. One of the means adopted to ac- 
complish this purpose is the system of standards now in use. 
Every item of material is so classified that information as to 
size, grade, quality, quantity on hand and quantity ordered 
is available at all times. Experience has shown that railroad 
material readily resolves itself into a comparatively few 
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Santa Fe Store Department Organization 


distinct classes. The Santa Fe has developed 31 different 
classes, based almost entirely on a physical classification, as 
follows: 


STOCK “A”—FUEL, locomotive coal, locomotive fuel oil, miscellaneous 
fuel. 
STOCK “B’—STATIONERY 
STOCK “C”’”—MISCELLANEOUS 
(A) Shelf hardware, coach trimmings, 
holsterers’ supplies, screws, etc. 
(B) 3olts, chains, nails, set screws, studs, nuts, washers, etc. 
(C) Pipe and fittings, pumps and parts, miscellaneous water service 
supplies, etc. 
(D) Air brake material. 
(E) 3rass fittings, journal 
lubricators, gages, etc. 
(F) Oils, paints, varnishes, acids, waste, etc. 
(G) Bar iron, sheet steel and metals, tool steel, I-beams, channels, etc 
(H) Locomotive forgings, springs, brake beams, flues, links, etc. 
(1) Car fergings, springs, brake beams, truck frames, etc. 
(J) Maintenance of way and bridge and building material. 
(K) Car grey iron, malleable and steel castings, bolsters, 
couplers, brake shoes, etc. 
(L.) Locomotive grey iron, malleable and steel castings, bolsters, frames, 
cylinders, couplers, brake shoes, etc. 
Machinery, fire boxes, cabs, rods, pistons, superheaters, valve gears, 
coal pushers, stoves, etc. 
(N) All wheels, axles and tires. 
(O) Shop tools. 
(P) Furniture, belting, 
supplies, etc. 
(Q) Electrical material. 
(R) Signal material. 
(S) Telegraph material. 
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(T) Lumber of all classes. 

(X) Ice. 

(Y) Material in process of manufacture. 

(S. A.) Suspense account. 

(W. S.) Mechanical department working stock. 
RAIL AND TIES 

(U) New steel rail. 

(V) Old rail. 

(W) New cross ties. 

(Z) Miscellaneous scrap. 


This classification is standard on the entire system. It is 
maintained in all accounting work, physical arrangements in 
the storerooms, platforms and yards, and on the inventories. 
It not only assists the storekeeper in knowing what he has 
on hand, but it is a very necessary factor in keeping his stock 





down to a minimum. 


It also encourages a systematic method 
of handling and caring for material whereby a proper check 
may be made at any time with the least possible delay and 


expense. Physical appearances of the storage facilities are 
greatly improved thereby and surplus and shortages in 
stock can be determined easily. 


Storehouses. All Santa Fe storehouses are standardized. 
They are built according to standard plans and the interior 
arrangements are fixed by the standard material classifica- 
tion. A general system store is maintained at Topeka, 
general line stores are located at a central point on each of 
the system lines and one or more division stores at convenient 
points on each division. The various storehouses differ only 
in their size and in the quantity of stock carried. 

The new storehouses are one-story structures of the latest 
type of concrete and pillar design with steel reinforcement. 
Foundation piers are of the same material. The interior 
walls are 18 ft. high and are painted white with the windows 
located 11 ft. above the floor. This gives an unbroken wall 
space for shelving and at the same time solves the internal 
lighting problem, the height of the windows permitting an 
almost continuous line of glass. The light is also increased 
from continuous lines of sash in the roof monitor, which runs 
the entire length of the building and by these means four 
lines of light flow into the building from an elevated angle. 
The large storehouses enclose about 350,000 cu. ft. of air 
space and nearly 5,000 sq. ft. of window glass. Material 
shelving and cases are in no instance over 7 ft. high, permit- 
ting of easy access by workmen. Ample aisle spaces are pro- 
vided and all parts of the storehouse can be reached by trucks. 

Stock Maintenance. The problem of stock maintenance is 
complicated by present conditions. It is required that a 
three or four months’ supply of miscellaneous material be 
maintained at all general stores. Larger division stores that 
obtain most of their supplies from the general stores, run 
with a two or three months’ supply on hand; smaller stores 
usually have only one month’s supply. To accomplish this 
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and prevent a shortage it is necessary for every storekeeper 
to keep in close touch with conditions in his territory. It 
requires the closest possible co-operation between the store 
department and operating and mechanical officers. Store- 
keepers must consult frequently with superintendents and 
master mechanics as to future material requirements and 
make a careful study of past issues and comparison with 
stock on hand and on order. The present chaotic condition 
of the markets has complicated the problem of stock main- 
tenance. 

Stock Books. The first essential in maintaining stock and 
analyzing future requirements is a stock book so designed 
that a concise list of material, correctly specified as to size, 
grade, quality, etc., with information as to the amount on 
hand and the amount ordered always available. The stock 
book in use on the Santa Fe covers only standard items, 
which are printed in the books according to the standard 
classification in the column provided for a description of the 
articles. Additional and obsolete items are written on blank 
pages with the exception of castings; obsolete patterns are 
listed with a notation showing the new pattern numbers. The 
result of this is that the Santa Fe has a stock book for the 
items of material in general use and the storekeeper is not 
hampered by thousands of unnecessary items. This stock 





Interior of a Santa Fe Standard Storehouse 


book is maintained at all storehouses and a consolidated stock 
book for the entire system is kept at the general system store. 

The advantage of the printed books now in use over the 
written books is that they save clerical labor. It was neces- 
sary formerly to write the names of from 1 to 40,000 dif- 
ferent items each year in the stock books, the amount de- 
pending upon the size of the storehouse. Printed books give 
a clear and uniform classification of material, as compared 
with the often illegible appearance of the written books. 
They also form a comprehensive material catalogue and in- 
sure uniformity in keeping stock and stock records at all 
storehouses. ; 

Santa Fe stock books are of the loose-leaf form, making 
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it unnecessary for small stores to carry pages of material 
items on which they have no stock. Stockmen having charge 
of the various sections in a large store are also furnished 
with that portion of the stock book covering material carried 
in their section. As used on this road, the stock book is one 
of the principal protections against nearly all the problems 
that occur in connection with material handling. 


Relations with the Mechanical Department 


Excluding rail and ties, 70 per cent of all miscellaneous 
material is issued to the mechanical department. This in 
itself makes the relations between the two departments very 
close. During the past two years the vastly increased busi- 
ness has called into service practically every unit of power 
that the road possessed, with the result that new and more 
difficult problems have been created. As new equipment 
could not be obtained locomotives and cars have been utilized 
to the fullest extent possible which has meant a more rapid 
turning of power through the backshops and roundhouses. 
This condition has made the material question a vital one and 
a call for material usually represented an absolute necessity 
to keep the traffic moving rather than simply a desire to keep 
the power in shape. Normally from 10 to 15 per cent of the 
power allotted to a division is held for repairs. Thanks to 
the efficient methods of handling on the Santa Fe, this figure 
has shown only a slight increase during the past two years, 
gniprpart of which can be ascribed to lack of material. 
Under the conditions prevailing now the entire problem 
‘of supplying material resolves itself into a question of arriv- 
ing at a proper working stock to be carried at a given point, 
and next, to accumulate that stock in the storehouse and then 
maintain it. 

Stock Lists. An important factor in the prompt fur- 
nishing of shop material is the locomotive stock list. Future 
material requirements once were based almost entirely on 
past issues, but this method was found to be a very unsatis- 
factory one. The mechanical department was requested to 
outline what was considered a sufficient amount of material 
to carry in stock to take care of locomotive repairs on each 
division. The result was the Santa Fe locomotive stock list 

The amount of material specified to be carried in stock at 
each locality is based on the number of locomotives of each 
different class in service on the division, the size of the 
terminal, the facilities for handling the work and the dis- 
tance from the market or general store. The stock list also 
includes such information as the interchangeability of cast- 
ings and other parts and describes the substitution of new 
parts for old. While the operation of the stock list has been 
handicapped by market conditions, at those places where it 
has been followed closely and handled in a systematic man- 
aer it has reduced the stock balance, afforded better protec- 
tion against shortages and given a definite idea of what 
material must be used up before introducing new standards. 
Except for emergency calls the stock list has proved in- 
valuable on the Santa Fe. 

Advance Information. The furnishing of advance in- 
formation as to mechanical needs is another factor in main- 
taining an adequate stock. A system of inspection has been 
introduced in the shops which is intended to give advance 
information as to when an engine is ready to be shopped and 
what material will be needed for repairing it. Such informa- 
tion can usually be supplied from three to five months in ad- 
vance. Also information as to changes in standards, the 
introduction of new and reinforced parts, and changes due 
to federal and state laws can be had in advance. This 
helps to reduce the material on hand and insures it being de- 
livered promptly when needed. When new standards and 
changes in equipment occur, the general storekeeper sends 
out to all storekeepers a numbered bulletin showing in detail 
patterns, prints, and other information. They immediately 
take steps to see that the material is placed on order. 
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Schedules. A third factor is the compiling of a monthly 
schedule showing the material on order and the date of de- 
livery. This is used in connection with the advance informa- 
tion mentioned. The schedule is arranged showing on what 
dates each piece of required material will be on hand. 

For example: A certain class of engines on the Santa Fe 
was changed from compound to simple expansion. The me- 
chanical department gave the approximate date the engines 
would be shopped and the purchasing department showed 
the approximate date each piece of material was to be de- 
livered. A schedule was then made covering the delivery 
of the material and the routing of the engines through the 
shops. To further insure all material being available when 
work was begun on any locomotive, the material was as- 
sembled at the general store in sets and none of it was sent 
out until it had been thoroughly checked by a man well in- 
formed on the requirements. The same kind of schedule is 
made covering repairs to cars and other important work. 

Standardization. A fourth factor is the standardization of 
locomotive, car and shop equipment. Standardization of 
parts does more to reduce the stock on hand than any other 
feature connected with material handling. For this reason 
the storekeeper is continually aiming to bring this about. 
Before standardization was brought to the point that it now 
is on the Santa Fe it was found almost impossible to keep 
the right kind of cylinder packing rings in stock on account 
of the large number of different kinds, there being a total 
of 181. By making a standard section for each bore this 
number was reduced to 82. This had an immediate effect on 
the quantity in stock. A large number of locomotive parts 


-have been standardized, including rod keys, oil cups, hub 


liners, steam pipe rings, eccentrics, cab valves, gage cock 
drippers, blow-off cocks, pop vaives and numerous others. 
This list is continually being extended with the co-operation 
of the store department. 

Transferring Material. Still another factor is the trans- 
ferring of material to protect certain locomotives when the 
locomotives are transferred. Each storekeeper has furnished 
him a list of engines which he is to protect with various 
kinds of material, and when that certain class of engines, or a 
majority of them, are transferred to another division, the 
material is also transferred and replaced by material that is 
applicable to the new assignment of power. 


Shop Delivery 


An investigation developed the fact that the methods for- 
merly employed on the Santa Fe in delivering material from 
the storehouses to the shops were costly. It was the custom 
for the individual workmen to make a number of trips each 
day to the storehouse for supplies needed, resulting in a 
charge of from $15 to $50 daily, depending upon the size 
of the shop. To stop this practice sub-stores have been in- 
stalled at all the larger shops and placed in charge of a ma- 
terial supervisor. These sub-stores carry all small items that 
are issued daily and a small quantity of some of the larger 
material which is delivered by laborers instead of high- 
priced mechanics. All requisitions are written by the ma- 
terial supervisor, the shop gang foreman merely writing an 
order. At the smaller shops that do not require a sub-store 
a messenger service is in use that delivers the material from 
the storehouse to the shops as needed. 

Working Stock. Delivery of material for car repair work 
is simplified by carrying what is termed a “mechanical de- 
partment working stock.” This is a stock of material for 
current and convenient use to make repairs to freight, pas- 
senger and work cars and is available without a requisition. 
It is accounted for under the term “mechanical department 
working stock” and the value of the material is carried in 
this section only. It is maintained for the convenience of car 
repairers and is stored in the car repair sheds. This stock 
remains substantially constant, a three-weeks’ supply being 
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always on hand. This represents about four per cent of the 
stock on hand at each storehouse. 

Working stock has been the subject of much inquiry on the 
Santa Fe. At first it was not accounted for but owing to its 
value it was decided by the auditing department to keep a 
record of it, but still permit it to remain, on the ground to 
avoid delay and the time spent by workmen in securing it. 
An inventory of all car repair material on hand was taken 
and all material over a 30-days’ supply taken back into 


stock. This supply is maintained by car foremen furnish- 


ing a requisition at the close of each month to replenish the 
stock to its original quantity. A stock book of the material 
is maintained and it is put in charge of a supplyman at the 
large shops, where suitable facilities have been arranged to 
store it. 


Relation with the Operating Department 


The same principles that are applicable to the supply 
problems of the mechanical department can be applied to 
the relations between the store and operating departments. 
It requires the same amount of co-operation, the same ad- 
vance information of future requirements and the same 
accuracy in references to obtain material promptly. How- 
ever, the conditions under which they are applied are dif- 
ferent. 

Division storekeepers are required to keep in close touch 
with superintendents. They are kept advised of anticipated 
improvements and all other work where material will be 
required. On their frequent trips over the division they keep 
a lookout for surplus and obsolete material and advise the 
superintendent if any is discovered. They call attention 
to any wasteful, improper or extravagant use of material 
which may come to their notice. 

Securing advance information for material needed in 
operating and construction work is difficult. No requisitions 
can be made until the authority for the work is granted and 
then immediate shipments are expected. Because of present 
conditions this is usually impossible. To overcome this, 
storekeepers are given copies of estimates with advice as to 
the prospects of the estimates being approved. A copy of the 
annual budget also is furnished the store department which 
is used as a guide for standard articles needed. However, it 
is not reliable as advance information for special material for 
the reason that many of the undertakings carried in the bud- 
get are postponed. 


Distribution. On small jobs undertaken by operating 
forces, it is aimed to ship all the material required in one 
lot, or, if this is not possible, to advise superintendents when 
the bill of material has been filled. This is done by send- 
ing the consignee a copy of the waybill on which the material 
is detailed and he in turn checks it against his requisition 
copy. The Santa Fe has discovered that this is the most eco- 
nomical method of material distribution. Under the cld 
system, for instance, when a bridge was being built, the 
creosoted material would come from one point, the bridge 
bolts from another, the T-rails from another, and often as 
many as eight separate shipments would be made. When 
the bridge gang arrived it sometimes found some essential 
material lacking, making it necessary to put the bridge into 
service incomplete, or abandon the work until the material 
arrived. It is estimated that the saving effected by shipping 
the material ordered for this class of work in one lot is 20 
per cent of the former cost. This figure includes the cost of 
transporting men, material and outfit cars from the division 
headquarters to the point of work. 


Supply Car 


For the ordinary distribution of material to section fore- 
men, agents, operators, pumpers and other operating units, 
the Santa Fe relies mainly on the supply car, This method 
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has been developed to its maximum efficiency on this road 
and has resulted in enormous saving, both in the cost of dis- 
tributing supplies and in the prevention of loss and delay 
to the material itself. 

Eight supply cars are operated on the system, each car tak- 
ing care of the needs of from 1,000 to 1,500 miles of road. 
These cars make their rounds monthly and are in charge of 
a supply car storekeeper, assisted by two or three helpers. 
The supply car man in turn reports to a general supply car 
storekeeper, who is directly responsible to the general store- 
keeper. 

(To be continued; the second part of the article will dis- 
cuss Line Stock and Its Accounting; Ordering Material; 
Supplies and Obsolete Material; Material Returned to Stock, 
and Inventories.) 


Win the War by “Staying at Home” 


By Theodore H. Price 
Actuary U. S. Railroad Administration. 


IRECTOR GENERAL McApoo’s recent statement in which 

D he appealed to the public to forego traveling that was 

unnecessary is given point by a recently published 

letter from the Associated Press correspondent in London 
which reads as follows: 


“The recent curtailment of railway traveling facilities is making itself 
increasingly felt at the big London stations, where, during the week-end, 
long lines of travelers form at the booking office hours before trains are 


scheduied to start. 

“No extra trains are being put on for the holidays, and as ticket offices 
are closed as soon as the seating capacity of the train is full, hundreds are 
left waiting. 

“On one Lancashire railway tickets for popular seaside resorts have to 
be purchased two weeks in advance.” 

If it be true that misery loves company that portion of the 
American public who are complaining at the crowded condi- 
tion of the passenger trains here may find some consolation 
in the fact that similar conditions prevail in England. 

The truth is that it is not possible to put a quart in a pint 
bottle either in England or in the United States, and although 
the passenger traffic officials there, as here, are doing all they 
can to cope with the situation the effective remedy is in the 
hands of the public itself. It is very simple and may be 
described in the sentence “Stay at home unless travel is un- 
avoidable.” 

During the month of July the railroads were called upon to 
move 1,100,000 troops for the government, as well as those 
soldiers and sailors who were traveling on their own account. 

The workers in the service of the government who must 
be moved about from place to place impose a further tax upon 
the transportation facilities of the railroads. It is important 
that these men should travel in comfort and that they should 
be supplied with sleeping cars on long journeys. New cars 
cannot be built in a night and as a matter of fact they are at 
present unobtainable because the labor and material required 
in their construction is not to be had. 

The passenger equipment of the railroads when they were 
taken over by the government was barely equal to the de- 
mands then made upon it. It cannot be enlarged at present 
without restricting some necessary war activity. Those who 
travel unnecessarily are therefore needlessly over-taxing the 
railway service, are making themselves and others who must 
travel uncomfortable, and are really impeding the prosecution 
of the war. To “Stay at home” has now become a patriotic 
duty and every one who feels disposed to “take a trip” these 
days ought to seriously ask himself whether it is necessary 
or cannot be postponed before he buys his ticket. 

If this habit of self-examination becomes general the con- 
gestion of passenger traffic will disappear, for there are lots 
of journeys that are a waste of both money and time, and 
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“Home Sweet Home” is a pretty good and restful place after 
all. Those who feel an irresistible desire to roam may be able 
to control themselves if they will re-read “Prue and I,” the 
charming story in which George William Curtis describes 
the imaginary journeys of an old book-keeper and his wife 
who, being unable to afford the cost of travel, found exquisite 
pleasure in imagining that they were visiting the places 
described in the books of celebrated travelers. 


Railroad Men’s Mountain 
Home Association 


HE RaAtRoAD MEN’s MouNTAIN HOME ASSOCIATION, 
T the activities of which were described in the Railway 
Age of May 24, has selected a representative board of 
governors, composed of the following men prominent in trans- 
portation circles: 


Hon. Simon Bamberger, governor of Utah. 


H. W. Belnap, manager Safety Section, Railroad Ad- 
ministration. 

B. E. Chapin, editor, The Railroad Employee, Newark, 
N. J. 

G. P. Conard, secretary, Ass’n of Transportation & Car 


Accounting Officers, New York. 

IE. H. DeGroot, assistant manager, Car Service Section, 
Railroad Administration. 

Samuel O. Dunn, editor, Railway Age, Chicago. 


J. E. Duval, general superintendent transportation, Grand 
Trunk System, Montreal. 

Carl R. Gray, director, Div. of Operation, Railroad Ad- 
ministration. 


Hon. Otto Mears, president, Silverton Railway. 
Frank Nay, comptroller, Rock Island System, Chicago. 








One of the Cottages 


J. P. O’Brien, federal manager, Oregon-Washington R. R. 
& Navigation Company. 


W. L. Park, general manager, Chicago Great Western. 
J. S. Pyeatt, federal manager, Railroad Administration, 
Dallas, Tex. 


D. H. Rawscn, 
press Compzny, Omaha, Neb. 

H. E. Remington, editor, Rock Island Employees’ Maga- 
zine, Chicago, II. 

Marshall B. Smith, State Board of Capitol Managers and 


general manager, American Railway Ex- 


Former Receiver, Denver, Laramie & Northwestern, Denver, 


Colo. 
B. L. Winchell, 


ministration, Atlanta, Ga. 


In addition to the roads mentioned:in the article of Mav 
several 


24 as having issued circulars to their employees, 
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others have taken similar action, affording their men the op- 
portunity to remit either direct to the First National Bank 
of Denver or to contribute small amounts through the treas- 
urer of the company. 

The Rock Island Lines are now giving consideration to the 
erection of a “Rock Island Hut” through contributions of 
employees, with prospects of immediate success which will 
add to their record of achievement and provide a cottige 
where the Rock Island boys will always feel at home. 

Actual work on the buildings and grounds is proceeding 
very satisfactorily. The Wyoming Shovel Works of Wyom- 
ing, Pennsylvania, anticipating the needs of the home, has 
donated a supply of shovels to meet all requirements. 

The opportunities afforded by the Railroad Men’s Moun- 
tain Home for rest and recuperation have been thoroughly 
enjoyed for the past six weeks by a man who was engaged 
in war work in France for about a year. He and his family 
enthusiastically endorse the enterprise and the ideal condi- 
tions under which the returning railroad soldiers may re- 
gain health and strength. 

The plans for the home have been submitted to Lieutenant- 
Colonel Harry E. Mock of the War Department, and after 
due consideration he has endorsed the project in a‘ letter io 


the directors from which the following is an extract: 

“Therefore, if this Mountain Home for Railroad Men will gi 
disabled soldiers from the industrial army an opportunity to cn 
regain their health and become indenendent members of society, it 


whom it serves 
Industrial Physicia 


one of the greatest benefits to those 


“As president of the American Association of 


Surgeons it gives me the keenest: pleasure to commend this grcat 
taking.”’ 
One of the officers of the Railroad Administration has 


suggested that a life membership in the association be cre- 
ated, payable at the rate of $100 per annum for five years, 
which would entitle the member to all the benefits of the 
home and provide health insurance at a comparatively nomi- 








Looking South from Railroad Men’s Mountain Home 


nal cost, as the Railroad Men’s Mountain Home is a non- 
profit organization and will afford every privilege at the mini- 
mum cost. 

The board of trustees is giving consideration to this fea- 
ture, and will at all times welcome suggestions from railro ad 
men in the interests of the home. 


Are You PREPARING to subscribe to the Fourth Liberty 
Loan, the campaign for which begins on September 28 and 
closes October 19? 

Direct FRENCH Matt Tratns.—Press despatches state 
that French mail trains were operated on September 2 be- 
tween Paris, Calais, and Dunkirk, by way of the direct line 
through Amiens, instead of the roundabout route forced by 
the German drive of last March and April. 
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Doings of the United States Railroad Administration 


Railroad Employees Ordered to Keep Out of Politics; Director 
General Meeting With Eastern Officers 


N ACCORDANCE WITH HIS POLICY of gaining a first hand 
| knowledge of railroad conditions, Director General 

McAdoo left Washington on Wednesday for New York 
to meet on Thursday with the regional director, the district 
directors and federal managers of the Eastern region for the 
purpose of discussing questions connected with the railroads 
under federal control in that region. Afterwards the director 
general will go to New England for an inspection of terminal 
facilities at Boston and railroads in New England and also 
the Cape Cod Canal, recently taken under federal control. 
After leaving New England he will go to Pittsburgh for a 
meeting with principal officers of railroads in the Allegheny 
region and later probably will visit roads in the Pocahontas 
region. 

He has already met with the officers of roads in the 
Northwestern and Central Western regions and has in- 
spected a number of the lines in those regions. The director 
general will devote himself to railroad affairs during the trip 
and because of the pressure of official business has been 
forced to decline all invitations of a social nature. 


Railroad Men to Abstain from Politics 


Specific orders that railroad men are to keep out of poli- 
tics were given by Director General McAdoo to all officers 
and employees in the railroad service of the United States, 
in a statement issued on September 1. Mr. McAdoo said: 

The approaching federal and state elections, including the 
primary contests connected therewith make it both timely 
and necessary that the attitude of the director general to- 
wards political activity on the part of officers and employees 
in the railroad service should be clearly stated. 

It was a matter of common report that railroads under 
private control were frequently used for partisan political 
purposes; that railroad corporations were frequently ad- 
juncts of political machines and that even sovereign states 
had been at times dominated by them. Contributions to 
campaign funds and the skillful and effective coercion of 
employees were some of the means by which it was believed 
that many railroads exerted their power and influence in 
politics. Scandals resulted from such practices, the public 
interest was prejudiced and hostility to railroad manage- 
ments were engendered. 

Now that the government controls and operates the rail- 
roads, there is no selfish or private interest to serve, and the 


- incentive to political activity on the part of the railroads no 


longer exists. 

Under government control there is no inducement to offi- 
cers and employees to engage in politics. On the contrary, 
they owe a high duty to the public scrupulously to abstain 
therefrom. It is therefore announced as a definite policy 
of the United States Railroad Administration that no officer, 
attorney or employee shall 

1. Hold a position as a member or officer of any political 
committee or organization that solicits funds for political 
purposes. 

2. Bea delegate to or chairman or officer of any political 
convention. 

3. Solicit or receive funds for any political purpose or 
contribute to any political fund collected by an official or 
employee of any railroad or any official or employee of the 
United States or of any state. 

4. Assume the conduct of any political campaign. 
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5. Attempt to coerce or intimidate another officer or em- 
ployee in the exercise of his right of suffrage. Violation of 
this will result in immediate dismissal from the service. 

6. Become a candidate for any political office. Member- 
ship on a local school or park board will not be construed 
as a political office. Those desiring to run for political 
office or to manage a political campaign must immediately 
sever their connection with the United States Railroad 
Service. 

I am sure that I can count on the loyal co-operation of all 
officers, attorneys and employees engaged in the operation of 
the railroads under federal control, to carry out in letter and 
spirit the policy here announced. This policy is intended 
to secure to all of them freedom of action in the exercise of 
their individual political rights, and, at the same time, to 
prevent any form of hurtful or pernicious political activity. 

Let us demonstrate to the American people that under 
federal control, railroad officers, attorneys and employees 
cannot be made a part of any political machine nor be used 
for any organized partisan or selfish purpose. 

Let us set such a high standard of public duty and service 
that it will be worthy of general emulation. 

The director general has received many inquiries as to the 
scope of the new order from railroad men who are now 
candidates for office, and in reply to one who is running 
for nomination as lieutenant governor of a western state. 
Mr. McAdoo telegraphed. that he might take part in the 
primary election, but that if he were nominated he would be 
required to resign his railroad position. 


Advances to Railroads 


Director General McAdoo on September 1 issued a state- 
ment giving an accounting in part of the disbursements of 
the Railroad Administration above current expenses of 
operation, out of earnings of railroad properties, from cur- 
rent balances taken over and from the Treasury’s revolving 
fund, amounting to between $800,000,000 and $900,000,000, 
from January 1 to September 1, and also of the advances 
made by the Railroad Administration to railroad companies 
frem April 1 to September 1. The director general also 
took occasion to deny that the Railroad Administration has 
been withholding standard rentals pending the execution of 
the contracts between the railroads and the government, and 
says that the equivalent of the standard rentals, which for 
the first eight months of the year amounted to approximately 
$650,000,000, has already very largely been paid to the rail- 
roads under governmental control. 

The total amount of money which the United States Rail- 
road Administration has advanced since April 1, 1918, to 
all railroad companies (exclusive of the current earnings of 
the roads, applied directly by the individual roads to their 
current expenses and corporate needs) was $241,851,420 to 
64 different roads or systems, of which the amount advanced 
during the month of August was $38,137,370. 

Of the total amount advanced from April 1 to September 
1, $202,297,660, was taken from the $500,000,000 revolving 
fund and $39,553,760 was taken from the surplus earnings 
turned over to the director general by the limited number of 
roads whose receipts for the period exceeded their needs. 

The total amount of money turned over to the director 
general April 1 to September 1 by roads reporting surplus 
earnings was $62,845,699, but of the amount thus turned 
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over $29,200,699 was returned to roads temporarily making 
the deposits, these same roads having subsequently called 
upon the director general to advance to them considerable 
sum§ in addition to the return of the deposits which they 
had temporarily made with the Railroad Administration. 
The only railroads or systems which have deposited funds 
with the director general and have not asked for the return 
of any portion of the funds thus deposited were the following: 


Atlantic Coast Line and Louisville & Nashville. -* 450,000 
seeeem, Tenens G& Datta. Fei ccc ccccccvctsccevs 3,300,000 
I i ae a a la tec can neg oe 2.500.000 
Duluth, Missabe & Northern .............-ceccees 2,400,000 
re rere 2,100,000 
SS a See ere ars ee 1,500,000 
ee BO eee a eae 1,500,000 
Cem Ge DUGG. WHGSIEEM 6 ook vccccecceseconesess 1,500,000 
ss cic cma able'e cee gee eke 1,500,006 
Duluth OIE I 5 Qi oa no ids Mido warm me anoe 900,000 
Post Werth & Denvwer City . .cccccccccccceccoce 700,000 
Ne I acd in 6 swe gui add Gdelie ee CRS weld 500,000 
Me WOGO GB Dewmtwesters 2... scccccscsccccesese 500,000 
ee ee ree 300,000 
Oe, PUP Oh BONN 6 icc ceccccseccomavces 300,000 
Richmond, Fredericksburg & Potomac............. 300,000 
OS OD OS =r oe 300,000 
International & Great Northern ..............006- 150,000 
Se ee, NS aos & 2's os evenecodacesees 100,000 


Among the other railroads depositing funds with the 
director general, which have not already gotten back sums as 
great or greater than those thus deposited, were: 


Amount deposited in excess 
of amount gotten back 


NE OS ae er ne ae ON YH $2,000,000 
a OE | OI aks. a's inci 9:0 ag ke Wa. ww acer aa sm aal 1,109,000 
Chicago, Burlington & Quincy .........cccccceces 400,000 
a, me SIINNN ¢ .¢ 6. own ck ates exvenecteaat 382,000 
IN IN a sop bso wai lee wa ibe deo eae OS 100,000 
Vicksburg. Shreveport & Pacific............e000% 364,000 
FE TE. EE wviedvcivce<coddwarevenwerdecs 490,000 


During the month of August the director general made the 
following advances to the railroads named, over and above 
their current earnings: 


Pennsylvania Railroad Lines ...........ccccccces $9,500,000 
I I ita gh ia cristina ares ut gt ghia alate 4,500,000 
NT TO a in lor ise hice Oc se SD ara aln 2,700,000 
I SS cick xin hou qalacn waa eaiwelbers 2,000,000 
Buffalo, Rochester & Pittsburgh.................. 1,800,000 
I nr Re a aa trata etal ute eet camtaraee 1,750,000 
Chicago, Burlington & Quincy. ......scccccccccecs 1,600,000 
SE rere eee 1,400,000 
I se alla it ae elm apelin 1,300,000 
Chicago, St. Paul, Minneapolis & Omaha.......... 1,200,000 
Chicago, Milwaukee & St. Paul..........ccccccccs 1,000,000 
Ge SO oc ivdancsnamvenduneewoteieers 1,000,000 
NE ee re a aan ding does. a> Kien e ee RE ae ORME 900,000 
ne Ce ee MR, oc wn ances eeeneaeeeaewens 700,000 
Geame Trial: Western Lines... ccccccvccsccvocaes 621,000 
AS ei eh i eo kc aay nae. ew ee 575,000 
ee ca cores eh vAaweenenee ee 507,660 
ON EI rr ere ee re 500,000 
RS I FO od wiht OA lt weeeeainhe 500,000 
i ee Oe  hencaceeee betes kage eawbed 500,000 
MCE TEE, RAMEN 6.5. 6:55.05 eevee wnmkdneseieue 500,000 
mew Yor, Gutario & Western... 2c icscccccecccvces 400,000 
eRe OUENORO EINES... 60 00 cvdceccneccces 308,000 
EE, on cc cdcdnae 60 00040-H0ceee ves 300,000 
SN i ae bag pa ed 66 dene e ee eens 300,000 
NT CE cc ciclaga deer nks cc orevas wet 245,000 
Chicago, Terre Haute & Southeastern............ 229,201 
Missouri, Kansas & Texas of Texas.........ceee0. 225,000 
2 ND cabo ecovceeanensnwne 200,000 
Kansas City, Mexico & Orient.........ccccccccsece 180,000 
a oc na db eae Sahel wea 169,509 
Vicksburg, Shreveport & Pacific.............ceeee0e 136,000 
i 2. CE sc nate tee hed wheat epee sae 110,000 
Old Dominion Steamship Company............... 95,000 
OI oo tus 6 kee OMe euaeerene 55,000 
i rr (Ce ae GG, J ccagemeaeern ewes eee 45,000 
eh Eo. is cece eeee eee eeneuene 41,000 
PE EE NOD, ac0dsG ctawteseensens weds 35,000 
nh cr WEE co oceans eesesdeeenwaes's 10,000 


The total amount advanced by the director general to all 
railroad companies from April 1 to September 1, 1918 (ex- 
clusive of the current earnings immediately applied by the 


respective companies), was $241,851,420. The advances 

were made to the following roads: 
New York, New Haven & Hartford............... $46,964,000 
ee a ee eee ee eee 40.300,000 
a a ES ee eee ee 40,000,000 
Chseeee, Besmraunes & St, PAW. occ iccccscecseces 15,725,000 
NI I eed ava ar vasa. lin Smee wat ea eee 13,500,000 
i Sn i teeeccecewske ne ke obese > Welke ban 12,450,000 
DS Mba neal dies Gand sath He dee RIE T ROR MeR eT 8,400,000 
Chicano, Bock Island & Pacific... ..cccvscccecvsses 6,000,000 
EE EE: a irhnina.ndie en qexsbin Nang meleneee 4,350,000 
OT rene ere re re rr 4,100,000 
Pe DE EMNOD occ scwesvascuscccaueeons 3,940,000 
Ne SS rrr Tee re oe ee 3,800,000 
a er er er 3,750,000 
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aes MI cha Aatarhtitecictaba beciedsa“ucae abe wie 3% 60K eas 3,500,000 
OS ES See 5 a a a ee eas 3,225,000 
Chicago, Burlington & Quincy............-...000- 3,100,000 
MN IN Sie ee Si ec ge Ua pied cceseicee 2,750,000 
Missouri, Kansas & Texas Lines.................. 2,645,000 
Buffalo, Rochester & Pittsburgh...........:.....-: 2,600,000 
oO ES ee ee renee 2,000,000 
ee re ee 1,400,000 
ee OE ee ee eee eee 1,350,000 
Chicago, Indianapolis & Louisville................ 1,325,000 
Chicago, St. Paul, Minneapolis & Omaha........... 1,200,000 
St. Louis-San Francisco Lines...:............. 1,118,000 
NE A ae CGu was diawe Sb-e'p noe ance 1,000,000 
IE, CE I Cok occa ek Rube 0b.s-s ce we 08 750,000 
MI I TEER 5 wien ca ea wisit bso ds wae cweees 720,000 
WE ROC OE BONO BGG onic csecccciasecccees oa 700,000 
Grand Trumk Western: Lines................... 621,000 
2S eS ee ee ere 600,000 
ne er ere eee 540,000 
Terminal Railroad Ass’n of St. Louis...... 525,000 
Chicago Great Western . 2 ‘ 507.660 
IIE Sin. cdc lecaseic a sica'u ble belsrein cree. 500,000 
EN os a chase capied hades sb 500,000 
ve ee rrr 500,000 
ee ee re eee 500,000 
New York, Ontario & Western................ 400,000 
PU II dl eee Ski in a eos ia ala Oa ae eam 63 '>\e 330,000 
ee ne er Sere : 300,000 
Kansas City, Mexico & Orient..............- 300,000 
SEE. MRE “Cia rca deena rabibenkbe sess nccees 285,000 
Detroit, Toledo & Frotitot.....ccccscescccscess 238,775 
a, Terre Haute & Southeastern........ 229,201 
Cin: SE Oe TEMOUMOUNE occ cacaes ceasscossccwns 200,000 
san Antomto & Avanens PAss..... 262.0 cccciceces 200,000 
ne eee 200,000 
Atlanta, Birmingham & Atlantic ......... 189,000 
pos ee ae eee 169,509 
Er rere 160,000 
TD Se ge ne ee 155.000 
Duluth, South Shore & Atlantic...... Bhar aics 150,000 
Vicksburg, Shreveport & Pacific.......... 4 136,000 
New York, Chicago & St. Louis........... 132,275 
New Orleans Great Northern................. 120,000 
Chicago & Western Indiana .................. 115,000 
go eee 110,000 
Old Dominion Steamship Company ere 95.000 
Washington, Brandywine & Point Lookout. . 50.000 
San Antonio, Uvalde & Gulf........... ; 45,000 
ee a, ee 41,000 
Franklin & Pittsyivania .....ccecssceces 35,000 
Penne: Ge PRO 8 bis ccrecdiew sce sea a 10,000 


Of the funds thus advanced to date, over 52 per cent went 
to three systems, the New Haven, the New York Central, 
and the Pennsylvania. 

The director general desires to correct an impression which 
prevails in some quarters to the effect that the United States 
Railroad Administration is withholding, or has been with- 
holding, the standard rentals due to the various railroads 
under gcevernment control, pending the execution of contracts 
between the railroads and the government, and that the omis- 
sion of any railroad corporations to settle their debts or 
claims is due to any omission by the Railroad Administration 
to pay the accrued rentals. 

The fact is, says the statement, that the calen of the 
standard rentals which for the first eight months of the cur- 
rent year, amounted to approximately $650,000,000, has 
already very largely been paid to every railroad company in 
the United States under government ‘control, and in many 
cases the director general in addition to paying these roads 
an amount equal to 90 per cent of their standard rental 
(which payments in advance of the execution of contracts 
are permissive and not compulsory under the railroad act) 
has advanced large additional sums of money to these rail- 
road corporations to enable them to meet maturing bond 
issues which they and their financial agents were unable, 
under existing conditions, to provide for, and to pay large 
sums for new equipment and additions and betterments. 

The total amount of money, therefore, which the director 
general has disbursed, over and above all current expenses 
of operation, out of earnings of the railroad properties since 
January 1, and from current balances taken over on January 
1, 1918, and from the Treasury’s Revolving Fund, up to 
September 1, 1918, is estimated at between $800,000,000 
and $900,.000,000. 

In addition to the large sums which have been advanced 
directly to railroads, either on account of compensation or 
as loans, the director general has advanced on account of 
orders placed by him for locomotives and cars now under 
construction, and which are being put in service as rapidly 
as completed, the further sum of $11,727,870. 
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September 6, 1918. 


Rules for Submission of New Devices 


The Division of Operation has issued a circular prescrib- 
ing the following rules to be observed in submitting new 
devices or inventions to the Railroad Administration for 
investigaticn : 

Any person desiring to submit any apparatus or device to 
the United States Railroad Administration at Washington, 
for the purpose of having it passed upon and investigated, 
should forward complete specifications and detail drawings, 
showing fully and clearly the construction, application, and 
method of operation of said apparatus or device. The draw- 
ings should be made of convenient size for handling and 
filing, and drawings not larger than 8 in. by 10% in. are 
preferred. Large drawings or prints must be multiples of 
this size. 

The specifications and plans should be accompanied by a 
statement showing the following: 

Name of appliance or device. 

Name and address of proprietor. 

Number and date of United States patent or patents. 
Purpose of the appliance or device. 

Brief statement of how the purpose is carried out. 
General description. 

Statement of relation to other appliances or devices. 

8. Name of railroad or railroads on which used or tried 
and length of time in use. 

9, Name of town, district, or railroad division where used 
or tried. 

10. Name of railroad officers of whom inquiry may be 
made. 

All plans, specifications, drawings, and other descriptions 
which are furnished for examination become a part of the 
United States Railroad Administration’s records and may be 
retained in its files. 

When examination has been completed the papers fur- 
nished for such examination will not be returned; for that 
reason original patents, tracings, or other papers of that 
nature, which may be of particular value to inventors or 
proprietors, should not be furnished; instead, copies of pat- 
ents, blueprints, or other descriptive papers of which dupli- 
cates can be obtained by the proprietor should be sent. The 
United States Railroad Administration can furnish no pro- 
tection of the inventor’s or proprietor’s rights in any device 
submitted; therefore, plans should not be submitted until the 
rights of the inventor or proprietor are fully protected by 
patent or otherwise. 

It is not necessary to submit models of devices. If for 
any reason it is desired to do so, however, models may be 
furnished, provided the proprietor pays all transportation 
charges. After examination models will be returned if the 
proprietor so requests, but this will also be done at the pro- 
prietor’s risk and expense; otherwise models will be de- 
stroyed. In every case, however, whether or not models are 
supplied, complete detailed plans and specifications must be 
furnished; no report will be based on examination of a model 
alone. 

When complete plans of any appliance or device have 
been furnished they will be placed under examination; after 
this examination has been completed the person submitting 
the device will be informed of the results thereof and the 
conclusions reached. 

Arrangements for tests will not be made until an examina- 
tion of plans discloses the necessity or desirability of con- 

ducting a test under service conditions. In case a test is 
to be made the apparatus must be furnished, installed, and 
operated without expense to the government. 

Correspondence regarding matters of this nature should 
be addressed to United States Railroad Administration, 
Frank McManamy, assistant director, division of operation, 
Washington, D. C. 

Nothing in the foregoing is intended to prohibit any rail- 
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road from testing and developing devices invented by its 
employees, or testing other devices which, in the opinion of 
the officers of the railroad, have sufficient merit to war- 
rant it. 


The Director General’s Labor Day Message to 
Employees 


The director general on Sunday last sent a Labor Day 
message to all regional directors, in which he asked them, 
insofar as possible, to permit as many railroad employees to 
participate in the Labor Day celebrations throughout the 
country as would not hamper essential railroad operations. 

“In view of the colossal war in which America is a party 
combatant and of the gravity of the issues involved, con- 
cerning as they do the lives and liberties of the people of the 
world, the celebration of Labor Day, 1918, possesses a 
special significance,” he said. 

“Not only is the welfare of labor concerned in this war, 
but the welfare of every class of people in America and 
throughout the world. The millions of America’s splendid 
sons we are sending to Europe to settle these issues in our 
favor cannot do their part of this great job unless we, each 
and every one of us who stay at home, do our part equally 
well and on time. Any failure to produce at home the things 
our men must have if they are to fight successfully would 
mean disaster. Such a disaster would be less appalling in 
the injury to, or destruction of, our material interests than in 
the subjugation, if not the destruction of the noble ideals for 
which America stands and sheds her blood. These ideals are 
the very foundation of Christ’s doctrines and of modern 
Christian civilization. It is inconceivable that such a 
calamity as a German victory can befall the world since 
America entered the conflict unless we at home fail to do our 
duty and our full share. I have no doubt about America’s 
performance of her duty, and that means that I have no doubt 
of the patriotism and willingness of every class of our people, 
including labor, to strive and sacrifice and fight on until the 
glorious victory is won. 

“The railroadmen of the United States have a duty of 
transcendent importance—the duty of keeping alive and effi- 
cient the transportation system of the country. Without ade- 
quate and uninterrupted railroad service, delivered on time 
all the time, the essential war industries of the nation will be 
helpless and the sacrifices of blood and treasure will be of 
no avail. The railroads of the United States are the most 
vital organ of our entire industrial and economic life. They 
must function at the highest point of efficiency, and I know 
that I can count on the loyalty and patriotic co-operation of 
the railroad employees of the United States in rendering to 
our beloved country the best service of which they are 
capable. 

“Let us on Labor Day, 1918, rededicate ourselves to the 
noble cause for which we fight. Let us resolve never to stop 
until military oppression and all that it represents is wiped 
from the face of the earth. Let us stand shoulder to shoulder 
with our splendid sons, whose unbroken ranks in France 
have stopped the Kaiser and given him a new conception of 
our fighting power. America’s triumph in this war will then 
be inevitable. America’s victory will give a new meaning to 
liberty and democracy throughout the world.” 





Tank Car Situation Continues Good 


The director general continues to receive favorable reports 
concerning the tank car situation. On August 29 he received 
one saying that the surplus of tank cars in the Mid-Continent 
and Texas-Louisiana fields continues to remain in a condi- 
tion whereby all demands for equipment can be promptly met. 
The daily movement from these two fields averages about 
1,300 cars per day. This may be increased slightly during 
the next few weeks on account of the large demands of the 
West and Northwest for agricultural activities, but no ab- 








normal movement from the Western field to the Eastern sea- 
board is anticipated for the immediate future. 


Third Class for War Department Shipments 


For a period of three years or more prior to federal con- 
trol the railroads of the country, on the one hand, and the war 
department on the other, were in dispute as to the proper 
freight rates to apply on military impedimenta, the roads 
contending for a second class rate, and the government for a 
fourth class rate. Neither side being willing to concede the 
reasonableness of the claim of the other, it was agreed by the 
two parties early in November, 1917, to submit briefs to the 
Interstate Commerce Commission as a referee. This pro- 
cedure would have necessitated a more or less exhaustive 
and expensive investigation on the part of the commission. 

However, before the briefs had been prepared the matter 
was brought to the attention of the Division of Traffic. After 
weighing the arguments carefully the Railroad Administra- 
tion recognized merit in the positions of both the carriers 
and the war department and suggested to the war department, 
for account of the carriers under federal control, a compro- 
mise basis of third class, minimum weight 24,000 Ib. per 
shipment, which the war department readily accepted. 

This disposition of the case makes for uniformity of prac- 
tice by all carriers, and a simplified method of accounting 
both with the carriers and with the war department. 


Maintenance of Air Brakes 


The regional directors are now giving special attention to 
the proper maintenance of air brakes and are addressing 
letters to their federal and general managers as follows: 


The proper maintenance of air brakes on all classes of equipment is an 
important matter from many points of view and is a subject that is not 
given the careful attention it should be given, In addition to the impos- 
sibility of properly handling and controlling trains with poorly maintained 
‘brakes and leaky pipes, hose and other apparatus, fuel losses from these 
causes are startling. It is estimated that there is a waste of more than 
6,000,000 tons of coal annually due to train pipe and other air leakage. 
The shortage of coal makes it necessary now, more than ever before, 
to bring about greater efficiency. The proper maintenance of air brake 
equipment will not only contribute to a large extent in fuel saving, but 
will also reduce maintenance costs and improve your train operation. 

The following should be rigidly enforced: 

Ample time allowed for inspection of air brakes. 

All leaks and defects properly repaired. 

Air brakes should be thoroughly gone over, cleaned and tested on all 
cars on shop or repair tracks and all leaks eliminated. 

Train pipes, cylinders and all parts should be securely clamped. This 
is a matter that is given little attention. 

Careful inspection of hose should be made to detect porous hose and to 
see that hose fittings are securely clamped. Poorly clamped fittings often 
result in hose being blown off, resulting in wrecks or serious damage to 
equipment. 

Wherever possible train yards and shop tracks should be equipped with 
yard testing plants to enable inspectors to test cars and trains standing 
in the yards and make repairs often before trains are made up, resulting 
in reducing of terminal delays and overtime. 

The leakage on outbound trains after a service reduction of 15 Ib. has 
been made and valve placed on lap, should not exceed 8 lb. per minute. 
If leakage exceeds that amount the trouble should be corrected. 

M. C. B. Rules covering the inspection and maintenance of air brakes 
should be rigidly enforced. 


8052 Cars of Georgia Peaches 


Director General McAdoo last Friday received through the 
Division of Operation a report on the handling of the 
Georgia peach crop during the season now nearing a close, 
in the form of the following letter sent by B. J. Christman, 
general manager of the Georgia Fruit Exchange, to B. L. 
Winchell, Southern regional director: 

The crop was unprecedented in this or any other of the peach growing 
states, and very largely exceeds any previous crop in Georgia. Roughly 
estimated, the returns to the growers will approximate $7,950,000. A com- 


parison of the carload shipments from this territory for the past several 
years will perhaps interest you. It is as follows: 


Se Lanes 6,265 cars SER acttaiseseceuae 4,468 cars 
DUE Rindovewsne Caes 1,145 cars WOGG, cccwknccecne see Ge 
oY Bee 7,365 cars BOG eo cicticntsicecee ae 
ES ase picnwlwa aes 1,219 cars WUE idaaeesns ewes 8,052 cars 
re 


The fact that the large crop of the season just closing was marketed 
with such satisfactory results, is largely due to the splendid service rendered 
by the railroads under your direction, and it is with the approval of the 
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directors of the Exchange that I write you to express the appreciation of 
our ‘members for the very efficient service rendered as a whole by the rail- 
roads, and which it is recognized was accomplished under exceedingly ad- 
verse conditions by comparison with previous years. ; 


Division of Capital Expenditures Securing 1919 Figures 


R. S. Lovett, director of the division of capital expendi- 
tures, on August 27 sent out D. C. E. circular No. 12 asking 
for detailed information concerning the capital stock, funded 
debt, amounts chargeable to capital account over the last three 
years, estimates for 1918 expenditures, etc., as well as other 
pertinent information which might be of value in arriving at 
a complete understanding of the capital expenditures neces- 
sary in 1918 and 1919 and the means of paying for them. 
The items concerning which information is wanted are in 
detail as follows: 

1. Capital stock authorized and outstanding. 

2. If owned or controlled by any Class I roads, give name of roads 
and amvunt held by each. 

Amount of funded debt authorized. 

Amount of funded debt outstanding. 

Rate or rates of interest. 

Dates of issue and of maturity. 

If principal or interest, or both principal and interest, are 
state full particulars, giving the names of the guarantors. 

8. State from what source interest on payment of funded debt is 
obtained. 


Nauk w 


9. State the aggregate amount expended chargeable to capital account, 
during the calendar years 1915, 1916 and 1917 respectively. 
10. What expenditures do you estimate will be made for capital account 


during the calendar year 1918. 
11. What bonds are available for payment of capital expenditures. 
12. If no bonds are available state manner in 

finance capital expenditures. 

13. If proprietary or tenant companies are liable under their 


which it is proposed to 


merts or contracts to furnish funds for capital expenditures give full 
particulars. 

14. Furnish condensed balance sheet as of June 30. 1918. 

15. State basis upon which operating expenses are distributed between 
the tenant lines and the approximate annual percentage each assumed in 
last calendar year. 

16. Furnish such operating statistics, if any, as you may have compiled 
as of June 30, 1918, as will afford a clear and comprehensive understanding 


of the business transacted. 

17. Any other pertinent information which you believe will be of value 
in arriving at a complete understanding of the capital expenditures neces 
sary in 1918 and 1919 and the means of paying for the same. 


Trial Balances of Federal Books Wanted Promptly 


In P. S. & A. Circular No. 27 the director of the division 
of public service and accounting has admonished the chief 
accounting officers to be more prompt about reporting in- 
formation respecting cash and other transactions and about 
submitting trial balances of the federal books as of June 30, 
1918, and has made certain suggestions that may help in 
getting at these figures to best advantage. The circular says: 

Many chief accounting officers have failed to comply with the provisions 
of P. S. & A. Circular No. 18, dated July 15, 1918, which requires carriers 


to report certain mformation respecting cash and other transactions, and the 
submission of a trial balance of the federal books taken as of June 30, 


1918, all of which was te be forwarded on or before August 1, 1918. 
Accounting officers, apparently, have failed te fully appreciate the im- 
portance of immediately interpreting and complying with the provisions 
of General Order No. 17. Failure promptly to separate the accounts, as 
previded in that order, has prevented the furnishing of the required in- 


formation, as well as the trial balance of the accounts on the federal books 
It has, also, prevented the furnishing of answers to questions 28 and 29, 
which deal with lap-over revenue and expense items. 

It is important that the information solicited in that circular, and the 
trial! balance of the federal books requested therein, be quickly obtained, 
and it is desired that answers to questions 28 and 29, if they cannot be 
reported at this time, be later submitted. 

It is recognized that a considerable amount of detail work is involved 
in the ascertainment of all lap-over items. and that unless they have al- 
ready been ascertained, some time must elapse before all of the lap-over 
items can be properly spread upon the federal books. To the end that 
the spreading of lap-over items may not delay the rendition of the return 
to P. S. & A. Circular No. 18, it is herein suggested that the chief account- 
ing officer have the accounts separated in accordance with the provisions 
of General Order No. 17, except that the ascertainment of the detail of lap- 
over items may be deferred until the other accounts are completely stated 
on federal books and a trial balance as of June 30, 1918, submjtted. 

When the amounts of lap-over items by months have been ascertained, the 
total thereof shall be stated in the acceunts in the months subsequent to 
June, supported by a detail record thereof, which shall show separately 
by morths the amounts of lap-over items included in the accounts (name 
of corporation) expenses prior to January 1, 1918, and (name of corpora: 
tion) revenues prior to January 1, 1918, as the case may be. Upon stat- 
ing the accounts as provided herein, a report of lap-over revenues and ex- 
penses as of June 30, 1918, shall be submitted to the undersigned. 
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September 6, 1918. 


This modification of P. S & A. Circular No. 18 should enable accounting 
officers to very promptly comply with the provisions thereof, and the date 
for reporting the information is hereby extended to September 15, 1918. 


Inter-Road Freight Claims for Loss and Damage 


The director general in order No. 41 has issued the fol- 
lowing regulations relative to the investigation, payment and 
accounting for freight claims for loss and damage arising 
during federal control. These regulations will not affect the 
distribution of settlements involving any road not under 
federal control nor the distribution of claims clearly ap- 
plicable to the period prior to federal control. 


1. Presentation of claims: Effective September 1, 1918, claims for loss 
of or damage to freight shall, except as modified in this paragraph, be 
presented to and settled by the destination or the initial carrier. Claims filed 
with an intermediate carrier, through error, shall be immediately trans- 
mitted to the destination carrier and claimant so advised. An _inter- 
mediate carrier clearly at fault may invite and adjust claims direct. Claims 
for fire or marine losses shall be referred for adjustment to the carrier 
responsible, and claimant so advi'sed. 

2. Papers necessary to support claims: Claims for loss of or damage 

to freight-shall be made on the standard forms approved by the Interstate 
Commerce Commission. In the case of loss or damage, they shall be sup- 
ported by original bill of lading, if not previously surrendered to carrier, 
original paid freight receipt, if issued, original or certified copy of invoice 
of value and all obtainable facts in proof of such loss or damage and the 
value thereof. If any necessary document is lost or destroyed, claimant shall 
file a bond of indemnity to cover. 
3. Method of adjustment: The foregoing provisions ‘having been com- 
plied with, loss and damage claims shall be adjusted with the claimant in 
accordance with the established legal liability, bill of lading, tariff provisions 
and federal regulations, by the carrier to which presented for the account 
of and without reference to the other carriers interested in the haul, before 
the completion of other investigations necessary for the purpose of locating 
responsibility or apportioning the amount paid. 

4. Car seal records: Investigation for development of car seal records 
in connection with the apportionment of claims between carriers shall be 
discontinued. 

5. Loss or damage definitely located: Claims for loss or damage definitely 
located, the legal liability for which has been established and payment 
made, shall be charged direct to carrier or carriers responsible therefor. 

6. Loss or Damage Unlocated: Claims for unlocated loss or damage, the 
legal liability for which has been established and payment made, shall be 
apportioned to interested carriers on mileage basis, with minimum of ten 
miles for any carrier. 

7. Claims Involving Litigation: Law expenses, including court costs, in- 
curred in connection with the defense of an action where recovery is had, 
shall be apportioned among the carriers involved on the same basis as the 
claim. In the event there is no recovery, the law expenses shall be ap- 
portioned between the carriers interested on a mileage basis, minimum ten 
miles for any carrier, and subject to Paragraph 8, Minimum Debits. 

8. Minimum Debits: Except as provided in Paragraph 5 hereof, the en- 
tire amount of any individual loss and damage claim shall be absorbed by 
the settling carrier, unless the amount chargeable against all other carriers 
under federal control in interest exceeds five dollars. Proportions less than 
one dollar against any one carricr shall, however, be absorbed by the set- 
tling carrier. 

9. Settlement Between Carriers: On or before the tenth day of each 
month, paying carrier shall render a statement of amount due from each 
debtor carrier showing thereon the claim number, points between which 
shipment moved over debtor line, waybill reference and date, commodity, 
nature of claim and amount. The total amount of such statement shall be 
accepted by debtor carrier as final, except if it be found that an amount 
was included in statement in error, or a manifest clerical error, adjustment 
shall be made therefor in the subsequent statement, as prescribed in Gen- 
eral Order No. 30. Manifest errors in claim payments should be brought 
to the attention of the debiting carrier. 

10. Monthly Statements: Separate monthly statements shall be rendered 
for liabilities, which were incurred prior to January 1, 1918, and for liabili- 
ties, which were incurred subsequent to December 31, 1917. In no case 
shall a single statement include both prior and subsequent liabilities. Such 
statements rendered against debit carriers should be forwarded through 
the prover accounting officers of the carrier by whom they are prepared. 

11. Method of Payment: Loss and damage freight claims shall be 
audited and paid on regularly audited vouchers in same manner as other 
operating expenses are vouchered. Such vouchers shall be approved for 
audit by the freight claim agent, and for payment by or under the direction 
of the officer designated to approve vouchers for payment. Provided, 
however, loss and damage freight claims may be paid by drafts drawn upon 
the federal or local federal treasurer having jurisdiction within the same 
limitations which are now in effect and authorized by the officer in charge 
of such authorization. 

12. Custody of Claim Papers: Claim papers shall remain in possession of 
Paying carrier, except that where individual claims are charged in full to 
another carrier, the papers may be sent to such carrier upon request. 
When documents supporting either paid or unpaid claims leave possession 
of carrier, they shall be plainly stamped with carrier’s name and claim 
number, 

13. Notations of Exceptions on Waybills: Loss or damage discovered 
at any point in transit shall be specifically noted on face of waybill, dated 
and signed in name of agent, conductor or other authorized employee, giv- 
ing name of carrier responsible, or point where discovered if responsibility 
is located. 

14. Noting exceptions on paid freight receipts: Agents delivering 
freight to consignee, when shortage or damage is known to exist, shall make 
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specific notation of extent and nature of the loss or damage on face of orig- 
inal paid freight bill and sign and date such notation in ink. When freight 
bears external evidence of pilfery or damage at time of delivery, a joint 
inspection with consignee or his representative shall, when practicable, be 
made at the delivery station and receipt taken in accordance therewith. 
Claim for value of freight checking short at destination shall not be paid 
until inquiry has been made of delivering agent and consignee to ascertain 
if shortage has since arrived or reached consignee through any source. 

15. Delivery of stray freight: Astray freight (freight marked with 
name and address of consignee, but separated from regular revenue way- 
bill) shall be immediately forwarded to marked. destination on standard 
form of waybill, without charges (copy by mail to destination agent) and 
such waybill shall bear the notation ‘‘Astray Freight—Deliver only on 
presentation of original bill of lading or original paid freight receipt or 
other proof of ownership.’’ Destination agent receiving astray freight 
shall immediately notify consignee to whom marked, and if regular revenue 
waybill is not received, delivery shall be made on presentation of proof of 
ownership prescribed and collection of tariff charges from point where 
shipment originated. Special efforts should be made to esstablish the 
ownership of perishable freight, in order to insure prompt delivery. 

16. Freight Claim Association rules: Rules prescribed by the Freight 
Claim Association, except such as conflict with the regulations herein pro- 
vided, shall govern all carreirs under federal control until otherwise 
ordered. 


Women’s Service Section 


Announcement has been made of the establishment of a 
Women’s Service Section of the Division of Labor in charge 
of Miss Pauline Goldmark, as manager, with office at Wash- 
ington. The manager of the new section will give con- 
sideration to conditions of employment of women on railroads 
under: federal control. Miss Goldmark until recently was 
secretary of the Committee on Women in Industry of the 
Council of National Defense, New York. She was for five 
years secretary of the New York City Consumers’ League 
and later secretary of the National Consumers’ League. 


Manager of Coastwise Steamship Lines Appointed 


Director General McAdoo has announced the appointment, 
effective September 1, of H. B. Walker as federal manager 
of coastwise steamship lines, with office at Southern Pacific 
Pier 49, North River, New York, reporting to the Director, 
Division of Operation, and with jurisdiction over all depart- 
ments of the following coastwise steamship lines now under 
federal control: Old Dominion Steamship Company, Ocean 
Steamship Company, Southern Steamship Company, Mer- 
chants’ and Miners’ Transportation Company, Mallory 
Steamship Company, Clyde Steamship Company. Southern 
Pacific Company—Atlantic Steamship Lines. 

The director general also expressed his appreciation of the 
services of the Steamship Advisory Committee, which, with 
L. J. Spence as chairman, has been handling the coastwise 
service under a temporary organization up to this time, stating 
that Mr. Spence particularly, who remains with the Southern 
Pacific Company, has rendered excellent service. 


C. A. Morse in Charge of Engineering and Maintenance 


Announcement was made this week of the establishment of 
an engineering and maintenance department in the Division 
of Operation. Charles A. Morse, heretofore chief engineer 
of the Chicago, Rock Island & Pacific, with office at Chicago, 
has been appointed assistant director, Division of Operation, 
in charge of engineering and maintenance, effective September 
1, and has assumed his new duties, with office in Washington. 


500-Mile Mileage Book 


There will be placed on sale on September 15 at the dif- 
ferent ticket offices throughout the country a $15 mileage 
scrip book to be sold for $16.20, including the war tax. This 
book is identical in all features except size and price with 
the $30 book that went on sale on August 20. 


Light Loading of Flour 


The Car Service Section has asked the railroads to report 
to it any cases of loading of flour shipments coming to their 
attention which do not follow the instructions for inspection 
or preparation of cars for flour shipments recently issued in 





434 


a circular of the cereal division of the milling section of the 
United States Food Administration. These rules are in 
accordance with loading rules of the American Railway 
Association. The railroads are instructed to give special 
attention to shipments of flour that must be transferred en 
route to insure proper loading in accordance with loading 
rules. 


Organization of Bureau of Suggestions and Complaints 


The Bureau of Suggestions and Complaints, which is being 
organized by Ballard Dunn as assistant actuary of the Rail- 
road Administration, is rapidly getting started with its work 
and has received hundreds of letters in response to the an- 
nouncement of its organization as published in the news- 
papers. Mr. Dunn is organizing a staff to handle the work, 
which now includes, in addition to T. T. Maxey, heretofore 
advertising agent of the Chicago, Burlington & Quincy, 
whose appointment was noted in last week’s issue, J. F. 
Jarrell, publicity agent of the Atchison, Topeka & Santa Fe, 
and Eugene Howard Lamb, formerly general agent of the 
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hitherto manager of the property protection section, becomes 

. counsel for the property protection work and Charles H, 
Patterson of Pittsburgh has received the title of counsel for 
claims. 


Freight Train Operations for June 


HE FIGURES FOR FREIGHT train operations on the Class 1 
roads in June compiled by the Operating Statistics Sec- 
tion of the Railroad Administration show a consider- 

able improvement over the figures for May and are com- 
parable with those for April. The revenue ton miles handled 
in June totaled 34,336,702,777, a considerable increase over 
May, a less increase over April, but 3.2 per cent less than in 
June of last year. The freight train miles totaled 53,102,470 
in June of this year, a decrease of 3.6 from June of last year, 
Tons per train, averaging 698, were the same as last year, 
but tons per loaded car totaling 28.3 represented an increase 
of 1.8 per cent. 


Crass I Roaps Unper Feperat Controt 





June Six months ended June 30 
neers Rew ee pei et nani Seah ate cele = 
Item Per Per 
1918 1917 Increase Decrease cent 1918 1917 Increase Decrease cent 
Average miles operated—s1! . i 

gle track .....--+..+-- 225,612.89 225,264.88 348.01 ee <a 226,956.52 226,767.88 188.64 Ce) . 
Freight train-miles ......... 53,192,470 55,094,973 ....... 1,992,593 43.6 317,974,949 S2B,042178 cca cve's 10,067,229 d3.1 
Loaded freight car-miles....  1.31,237,891 1,384,755,437 alas 74,517,546 d5.4 7,302,643,871  7,921,743,019 619,099,148 47.8 
Empty freight car-miles..... 651,671,964 632,304,360 19,367,604 gece ba x | 3,313,610,858 3,329,373,112 15,762,254 10.5 
Total freight car-miles— 

loaded and empty.....--. 1,961,999,855  2,017,059,797 wdteiedcaice 55,149,942 d2.7  19,616,254,729 11,251,116,131 634,861,402 45.6 
Freight locomotive-miles .... 61,655,544 63,312,767 dee 1,657,223 d2.6 370,489,316 A oe 12,519,751 d 3.3 
Revenue ton-miles ......... 34,336,702,777 35,454,238,696 1,117,535,919 d3.2 190,395,270,819 192,120,113,987 - 1,724,843,168 40.9 
Non-revenue ton-miles ...... 2.752,722,738 3.023,624,077 —........ 270,901,339 d9.0 17,235,542,127 17,575,774,177 340,232,050 41.9 
Average number of freight 

locomotives in serv:ce..... 31,673 31,366 307 1.0 31,197 30,805 392 3 
Aver. number of freight loco- 

motives in or awaiting shop. 4,517 4,307 210 4.9 4,727 4,494 233 3 
Average number of freight 

care in service... ...ccse: 2,438,756 2,363,821 asGe  ‘éetinna 3.2 2,410,907 2,315,223 95,684 41 
Average number of freight 

cars in or awaiting shop. 143,343 131,990 11,353 ee 8.6 126,782 129,109 iste teste 2.327 d18 

Home ....-ceeeeesseeeees 76,844 100,193 iene 23,349 d 23.3 66,952 79,404 pes 12°45 4157 

PONE knreeescctcevenes 66,499 31,797 34,702 alas 109.1 59,830 49,705 10,125 So 20.4 
Tons per train........+eee. 698 a. ‘snerews ee wes 653 639 14 ats 22 
Tons per loaded car.......- 28.3 27.8 6.5 1.8 28.4 26.5 1.9 72 
Average miles per locomotive : 

POF GRY ncccccccccccceses 64.9 67.3 es 2.4 43.6 65.6 68.7 - 3 d 4, 
Average miles per car per day 26.8 28.4 ms 1.6 45.6 24,3 26.8 sl 25 d9.3 
Per cent of empty car-miles. 33.2 31.3 1.9 ee 6.1 31.2 29.6 1.6 54 
Per cent of freight locomo- : 

tives in or awaiting shop.. 14.3 13.7 0.6 4.4 15.2 14.6 0.6 41 
Per cent of freight cars in or - _ 

Awaiting SHOP .....ccccee 5.9 5.6 0.3 5.4 5.3 5.6 est fe 0.3 45.4 
Total ton-miles: ss 

Per freight loco. per month. 1,171,101 1,226 738 55,637 d4.5 1,109,246 1,134,534 been ds 25,288 2.2 

Per freight car per month,. 15,208 16,278 1,070 46.6 14,354 15,095 741 49 





d Represents decreases. * Less than one-tenth of one per cent. 





Chicago & North Western at Sacramento, and for the past 
four months in the office of Regional Director R. H. Aishton 
at Chicago. They have headquarters at Washington, D. C. 


The First Standard Eight-Wheel Switcher Delivered 


The American Locomotive Company delivered this week 
the first of the standard Ejight-wheel switching locomotives 
which it has on order for the United States Railroad Admin- 
istration. ‘The locomotive was built at the Pittsburgh works 
and will be placed in service on the Toledo & Ohio Central. 

Claims and Property Protection Section 

The announcement of the establishment of the new Freight 
Claim Section noted in last week’s issue has been supple- 
mented by the announcement of another new section of the 
Division of Law, to be known as the Claims and Property 
Protection Section. This section will have jurisdiction over 
freight claims and prevention, property protection, now under 
the jurisdiction of the property protection section, and per- 
sonal injury claims. John H. Howard, whose appointment 


as manager of the freight claim section was announced in 
last week’s issue, has now been appointed manager of the new 


Philip J. Doherty, 


claims and property protection section. 





For the six months ended June 30 there is shown a de- 
crease of 0.9 per cent in revenue ton miles this year as con- 
pared with last. There was, however, a decrease of 3.1 per 
cent in freight train miles, an increase of 2.2 per cent in 
tons per train, of 7.2 per cent in tons per loaded car. 

Increases in the number of locomotives both in service and 
awaiting shop are shown for both June and the six monihs 
including June as compared with the same periods for last 
vear. 

The decrease in revenue ton miles in June this year as 
compared with June last year is understood to be largely on 
the western and to some extent on the Southern roads. The 
Eastern roads showed increases and New England, in par- 
ticular, made a good showing, both in increases in revenue 
ton miles handled and in increased load per car and per 
train mile. 

It will be noted that the table gives only the totals for the 
entire country, the separation between the three districts, East- 
ern, Southern and Western as designated by the Interstaic 
Commerce Commission, having been discontinued. It is un- 
derstood that a separation has been made by regions but the 
totals for the regions have not been made public. 
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Director General Approves Compensation Contract 


Also Issues. Statement Outlining Reasons for Rejecting 
Certain Requests for Modifications 


and announced on Thursday the form of a contract 
which the government is willing to make with the rail- 

road companies covering federal control of the railroads and 
the compensation therefor. The form as announced was for 
companies without subsidiaries and was in the shape of 
standard clauses for use in the ordinary case, subject to the 
government’s reserved right to insist on different provisions 
in cases obviously requiring a different treatment and to any 
changes of detail or phraseology that may prove necessary. 
There are certain questions relating to subsidiaries, terminals, 
industrial leases and other matters which are left for further 
treatment in the agreements with the individual companies. 
The final draft includes several concessions made by Mr. 
McAdoo after hearing the objections offered by the repre- 
sentatives of the companies and of the Security Owners’ 
Association to the drafts as prepared by the representatives 
of the Railroad Administration, and it is understood to be 
in such form as to be accepted by a majority of the roads, 
although it does not meet the most important objections 
advanced by the National Association of Owners of Railroad 
Securities which it has been intimated may attempt to enjoin 
some of the companies from accepting it. The final draft 
was discussed at a meeting attended by many railway counsel 
and executives at Washington on Wednesday and was to be 
further considered at a meeting of the railway executives’ 
advisory committee at New York on Friday, after which the 
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’ law committee, headed by Alfred P. Thom, which has repre- 


sented the railroads in the negotiations was to give an opinion 
as to its acceptance by the various companies. While Mr. 
McAdoo acceded to some of the contentions submitted for 
his consideration by counsel representing the railroads and 
the security owners, he rejected their most important requests 
for modifications, particularly those of the security owners, 
and in a supplementary statement gave his reasons for 
doing so. The contention for a modification of the acceptance 
clause which waives the right of a railroad to litigate for 
loss of good will, diversion of traffic, etc., was rejected, as 
well as the contention that no deduction should be made 
from the compensation to pay for deferred maintenance, 
additions and betterments and road extensions, but it is 
provided that the power of deduction shall not be so exercised 
as to prevent the payment of interest regularly paid during 
the test period.. Payments for the support of the corporate 
organization, contributions to sinking funds, taxes and 
necessary rentals for subsidiary properties. The request 
for the protection of regularly paid dividends was denied, 
but it is declared that it will be the policy not to so use 
the power of deduction as to interrupt unnecessarily the 
regular payment of dividends. 

Director General McAdoo outlined the scope of the con- 
tract in the following statement: 


Director General McAdoo’s Statement 


I am announcing today the form of contract which the govern- 
ment is willing to make with the railroad companies covering 
iederal control of the railroads and the compensation therefor. 

The formulation of these contract provisions has been in 
orogress since the approval of the Federal Control Act on March 
21, last. The length of time consumed in this work has been due 
‘o the difficulties and ‘ntricacies of the subject, the absence of 
precedent for a contra-t of this nature, the great variety of rail- 
road conditions and practices which had to be carefully con- 
sidered and discussed before finally adopting a uniform plan, and 
‘he necessity of giving to the great number and variety of inter- 
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ests affected the fullest opportunity for hearing and discussion 
upon every aspect of the many-sided problems. 

In order that no phase of the public interest might be unrepre- 
sented, I arranged at the outset for, and have continuously had, 
the benefit of the advice and assistance in this matter, of a com- 
mittee of the Interstate Commerce Commission, consisting of 
Messrs. Clark, Hall, Anderson and Meyer. 

The railroad companies and the railroad security holders have 
been représented by committees as well as by counsel. In addi- 
tion to the various formal hearings and discussions, there have 
been repeated interviews at which a great many special problems 
— particular railroad companies have been fully repre- 
sented. 

The draft of contract adopted is the outcome of all these hear- 
ings, discussions and considerations and represents in my 
judgment a form of contract which conforms to the law, protects 
the public interest, and accords to railroad companies and their 
stockholders and bondholders the just protection which was con- 
templated by the government when it took possession and control 
of the railroads. 

Aside from recitals, definitions, and description of property, the 
draft of contract covers only twelve pages. The principal feat- 
ures are as follows: 

The railroad company accepts the contract and the compensa- 
tion therein provided for in full satisfaction of all claims on 
account of federal possession and control. 

Provision is made for the numerous features of operation and 
accounting during federal control, for the allocation of revenues 
on traffic in transit at midnight, December 31, 1917, for the 
handling of “over-lapping” items of expense, etc. 

Provision is made for the maintenance of the property during 
federal control, of course’at the expense of the government, on 
substantially the same basis as during the three-year test period 
ending June 30, 1917, and for the return of the property at the 
end of federal control in substantially as good repair and sub- 
stantially as complete in equipment as on January 1, 1918; it is 
provided in effect that if during the test period the maintenance 
expenses were not sufficient to put the property in condition for 
safe operation, the additional maintenance necessary for safe 
operation may be provided at the expense of the company with 
the limitation that the cost of maintenance shall not be increased 
at the expense of the company over the normal standard of main- 
tenance of railroads of like character and business during the 
test period. 

Provision is made for the payment of taxes in accordance with 
the Federal Control Act. 

Provision is made for the annual compensation (which will be 
fixed in each case in accordance with the provisions of the Fed- 
eral Control Act) to be paid to the company in quarterly install- 
ments. This compensation will not be subject to any deductions 
which would prevent the company from supporting its corporate 
organization, keeping up its sinking funds, paying taxes and rents, 
and interest heretofore regularly paid, and interest on loans 
issued during federal control. These requirements of the com- 
pany for corporate expenses and fixed charges being thus provided 
for, the government has the right to make deductions from the 
remaining compensation to satisfy indebtedness which the rail- 
read company may owe to the government; however, the contract 
declares the power of deduction to be an emergency power, to be 
used only when no other reasonable means is provided by the 
company to reimburse the United States, and not to be used so as 
to interrupt unnecessarily the regular payment of dividends made 
by the company during the test period. 

Provision is made for the orderly presentation and disposition 
of claims on the part of the railroad company for amounts ex- 
pended by the Railroad Administration for additions to its prop- 
erty which, in the opinion of the railroad company, are not for its 
advantage and for which it believes it should not be charged. 

Provisions are also made for final accounting at the end of 
federal control. 

In a comparatively few instances, considering the opportunity 
for differences of opinion, there appear to remain some objections, 
on the part of some of the interests which have been heard, but 
these objections are, in my opinion, without foundation. * 

‘ One of these objections is that the contract ought to leave open 
or litigation at the end of federal control the question whether 
the railroad has been damaged by diversion of its business during 
federal control. This claim is not tenable because the railroads 
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have been taken over for war purposes which necessitate diver- 
sion of traffic, hence there can be no escape from the view that 
Congress intended the compensation which it authorized to cover 
this element. This demand of certain interests is, in effect, for an 
opportunity to litigate and is a demand which need not be urged 
if the railroad company, instead of making the contract offered, 
should, instead, go to the Court of Claims to get its compensation. 
In this event the railroad company would get only a single com- 
pensation, covering its entire claim, including any damages for 
alleged diversion, and would not be allowed to litigate at the 
end of federal control the question of diversion of business. 
The contract ought not, in this respect, to put the railroad com- 
pany in any better position than it would occupy if it made no 
contract. This demand is not only unreasonable but the director 
general has no lawful authority to grant it as I have been advised 
by the solicitor general of the United States to whom I submitted 
the question and who has considered and approved the legal 
aspects of the contract. 

Objection has also been made that the contract ought not to 
require a railroad company to pay out of its compensation such 
additional amount as may be necessary to bring a railroad, which 
at the beginning of federal control was in unsafe condition, up to 
a condition of safe operation. This objection really means that 
the government ought to accept and continue such a property 
in an unsafe condition (which would be clearly contrary to the 
public interest and ultimately contrary to the interest of the 
owners of the property), or should itself repair at its own cost 
the fault of the owners and put the property in a better condition 
than the owners kept it, thus giving the owners not only com- 
pensation, but besides, at the end of federal control the advantage 
of having, without cost, an improved property, while this advan- 
tage would be denied to railroad owners who had properly main- 
tained their property. I have not been able to accede to this view. 
I have felt that railroad owners had no right to make any such 
demand, nor do I believe that railroad owners generally do make 
any such demand. Under the contract, however, this right to 
bring the property up to a condition of safe operation is not to 
be exercised so as to interfere with the railroad company’s pay- 
ment of its fixed charges, including interest heretofore regularly 
paid. 

Some objection has also been made that no part of a railroad 
company’s compensation should be used to pay its debts to the 
government except such part as might remain after the com- 
pany’s payment of its customary dividends. This objection has 
no bearing where a company has paid dividends on a provident 
basis and has retained, as it is recognized all well regulated com- 
panies should retain, a substantial surplus of its income to provide 
a margin of credit and cover unproductive improvements. In 
every case the company can, in accordance with the contract, 
make other reasonable provision for reimbursing the United 
States and there need be no interference with its dividends as 
regularly paid during the test period. The objection only applies 
where a railroad company has paid improvident dividends. As 
to such a case the argument is that the contract should put the 
company in a far better position than it would occupy if it made 
no contract, and in a far better position than it would occupy 
if it continued in private control and enjoyed an income equal to 
the compensation guaranteed by the government. Without a con- 
tract, the right of deduction in such cases would be clear. Under 
private management, and with a corresponding income, the com- 
pany would have to pay the penalty of improvident dividends 
through the loss of its credit and, ultimately, the breaking down 
of its property. The proposition is baldly that the government 
shall protect the company in paying improvident dividends, and 
then lend it money to cover all its indebtedness arising since 
federal control, and render it immune from the consequences of 
its own improvidence. All of these objections are unreasonable. 
It is not possible to believe that they express the views of the 
railroad companies generally, or the owners of railroad secur- 
ities generally. The points are mentioned, however, because they 
appear to have been made the subject of very considerable 
publicity. 

Frequently the arguments urged in opposition to certain feat- 
ures of the proposed contract have suggested the idea that under 
any such contract the railroads would be in a much worse posi- 
tion than if they had remained in private management. It may 
be well, therefore, to look at the situation which confronted the 
railroads last December and to consider what would probably be 
their present status if still in private management. 

Last December the expenses of the railroads were increasing 
with great rapidity. They were hedged about in their efforts to 
obtain increased rates by the numerous and various restrictions 
imposed by the states, and also by the limitations imposed by 
the Interstate Commerce Act. They were confronted by impera- 
tive demands for greatly increased wages and were without 
machinery to insure an amicable settlement of those demands. 
They were finding it almost impossible to borrow money on any 
terms to make the improvements which were indispensable to 
enable them to perform their public service. The operating 
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results for the first four months of 1918 indicate that if the rail- 
roads had been under private control during that period they 
would have lost in operating income, as compared with the cor- 
responding period of the preceding year, $136,116,533; and, as 
compared with an average of the corresponding period for the 
three-year test period, $96,064,356. This takes no account of 
the wage increase subsequently made, which nevertheless was 
retroactive to January 1. 

*Under federal control the railroads have been able to contract 
with the government for a guaranteed income on a just basis, 
which relieves them of the formidable anxieties which con- 
fronted them in December and which would still be confronting 
them under private control. They are able to borrow money 
from the government on reasonable terms for necessary im- 
provements, and these are fundamental things which impress 
the great body of railroad investors and should make them satis- 
fied with the status as it now exists. 


In another statement Mr. McAdoo explained his decisions 
on the points raised by the objections of the railway counsel 
and the Security Owners’ Association as follows: 


Concerning Objections Which Have Been Raised 


A number of questions involved in the negotiations for a 
standard form of contract have been submitted for my personal 
decision by counsel representing the railroads, and also counsel 
for the National Association of Owners of Railroad Securities. 
I have given careful consideration to the oral and printed argu- 
ments made in support of these contentions. 

(1) It is insisted that Section 1 of the contract should be 
amended so as to give an appeal from the Interstate Commerce 
Commission to the Court of Claims as to all of the matters which 
by the terms of the contract are referred to the Commission for 
decision. There are a number of matters purely administrative 
as to which an appeal ought not to be considered, and as to 
which the contention of counsel cannot be sustained. 

It is provided in the Federal Control Act (Section 6) that any 
loss claimed by reason of additions, betterments, or road exten- 
sions, or constructed pursuant to said section, may be determined 
by agreement between the President and such carrier failing such 
agreement, the amount of such loss shall be ascertained as pro- 
vided in section three hereof. 

As to all such matters, the contention of counsel is sustained, 
and provision will be made in the contract providing for an 
appeal to the Court of Claims. As to the other matters in the 
contract referred to the Interstate Commerce Commission for 
decision, the contention is disallowed. 

(2) The contract as drawn, provided that each carrier should 
turn over to the director general a working capital which had 
heen tentatively agreed upon as representing the expenses of the 
carrier for one month without interest. It was insisted that 
this provision should be stricken out; and that no working capital 
as such should be insisted upon, and that such balances as came 
over to the Railroad Administration from any carrier should bear 
interest at the average rate received by the company during the 
year 1917, or its daily cash balances in bank. 

There is great force in the contention that the carriers should 
provide a working capital; but I have decided to waive this, and 
sustain the contention of counsel, and the contract has been 
directed changed accordingly. 

(3) The Acceptance Clause: Counsel have insisted, especially 
the counsel representing the Association of Security Holders, 
that the Acceptance Clause of the contract whereby it required 
that all loss and damage to the business or traffic by reason of 
the diversion thereof or otherwise which has been or may be 
caused by the taking over or the possession, use, control, or oper- 
ation of the carriers, was unjust to the carriers, and should be 
stricken out; that the carriers should have the right, now or at 
the end of federal control: 

(a) To sue for the loss of good-will, loss of business, diversion 
of traffic, or loss of corporate organization; or, 

(b) That, if the road should not be returned to the carriers as 
now contemplated by the Federal Control Act, the effect of the 
Acceptance Clause as now written, would be to deprive the car- 
riers of the right to claim damages by reason of said items. 

This presents the question as to whether the compensation 
provided to be paid by the Federal Control Act is intended to 
be inclusive and exclusive. By the terms of the Act of 1916, the 
President was authorized to take over the railroads for war 
purposes, to use the same as a unified system of transportation, 
to divert traffic, and to make such use of the railroads as the 
war situation required. 
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The Federal Control Act not only contemplates the same use, 
but definitely contemplates a unified control and use of the rail- 
roads as one great system of transportation. There can, in my 
judgment, be no doubt but that the methods provided in said 
Act for compensation; that is, by agreement if an agreement can 
be made, if not by the decision of the Court of Claims—was in- 
tended to embrace all of the damage which the owners have a 
right to claim. This was the view of the General Counsel of the 
Railroad Administration and of all of my advisers; but the ques- 
tion was pressed upon me so strenuously that it seemed wise to 
refer it to the attorney general for an opinion, and an opinion 
was received, written by the solicitor general as follows: 

“The contention made by counsel for the security holders as 
to Paragraph (a), Section 3 should be rejected. They are not 
entitled to have the contract so framed as to leave them after 
the acceptance of the agreed compensation with a right of action 
for further damages based upon the loss of good-will and the 
division or diversion of traffic. 

“Unquestionably the just compensation which the statute pro- 
vides, is intended to cover these as well as all other elements of 
loss and damage.” 

The contention, therefore, must be ejected. 

(4) It was also contended that the director general should pay 
to the carriers a sufficient sum from operating expenses during 
federal control to pay the corporate expenses of the carriers. I 
gave careful consideration to this subject some months ago and 
reached the conclusion to which I still adhere that this contention 
is unsound and must be rejected. 

(5) It was insisted that paragraph (b) of Section 5 should be 
stricken out. This provides that the director general may expend 
and charge to the carriers a sufficient sum to make such deferred 
maintenance as may be necessary to make the operation of the 
carrier safe, assuming a use of the road similar to the use during 
the test period, and not substantially enhancing the cost of main- 
tenance over the normal standard of maintenance of railroads of 
like character and business during said period. 

It does not seem to me open to dispute that the power to make 
deferred maintenance, is a necessary power, and is one which 
the statute contemplates may be exercised; and the contention 
should, therefore, be rejected. 

(6) It was contended that Section 7, providing for compensa- 
tion, should be so amended that the power to deduct from the 
amount of compensation provided in the contract to be paid 
the carrier, should not be exercised for deferred maintenance, 
additions, and betterments, or road extensions. 

I have given very careful consideration to the arguments and 
have decided to provide in the contract that the power of deduc- 
tion will not be exercised so as to prevent the payment of interest 
where interest was regularly paid during the three-year period, 
or to provide sum sufficient to support the corporate organiza- 
tion, to keep up the sinking funds of the carriers required by 
contracts in force December 31, 1917, to pay taxes and other 
sums necessary for the payment of rents for leased, operated, or 
controlled roads; nor shall such deduction be. made in respect 
of additions and betterments which are for war purposes and 
not for the normal development of the company; nor in respect 
of road extensions. : 

This substantially grants the contention of the carriers and 
the security holders except to the extent that they request that 
such power of deduction be not insisted upon when its exercise 
would interfere with the payment of dividends regularly paid 
during the three-year period. I must deny this portion of the 
request because if I should accede to it the result would be that 
railroad companies would be permitted to pay improvident 
dividends when the funds so used ought to be employed in taking 
care of deferred maintenance and in payment of their just debts 
to the government. This ruling need not operate to embarrass 
any company which has paid dividends on a provident basis and 
has retained and does retain, as it is recognized all well regulated 
companies should retain, a substantial surplus of its income to 
provide a margin of credit and cover unproductive improvements. 
In every such case the company will be in position to provide 
for deferred maintenance if any, and to make reasonable pro- 
vision for reimbursing the government, and there need be no 
interference with the company’s dividends as regularly paid dur- 
ing the test period. 

(7) It was also insisted that in determining the amount to be 
added to the compensation of the carriers upon the cost of any 
additions and betterments less retirements provided for by Sec- 
tion 4 of the Federal Control Act, the rate of interest to be 
allowed should be at least sufficient to offset the cost to the 
carrier of money borrowed where the moneys advanced by the 
company had to be secured from outside loans. 

It has seemed to me that this contention should be granted to 
the extent of providing that the rate of interest to be allowed 
where the money was advanced by the director general should 
be the same. rate, which the director.general charged the carrier 
for the money loaned. The cortract may be charged accordingly. 
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Other matters of less moment were discussed. . These have been 
passed upon and the contract as now drafted reflects my final 
view as to these several matters. 


The Final Contract 


SEcTION 1.—Privity, ALTERATIONS, Dertnitions, Etc. 


(a) This agreement shall be binding upon the United. States, 
the director general and his successors, and upon the company, 
its successors, and assigns. 

This agreement shall not be construed as creating any right, 
claim, privilege, or benefit against either party hereto in favor of 
any state or any subdivision thereof, or of any individual or 
corporation other than the parties hereto. 

(b) The provisions of this agreement may be. altered, 
amended, or added to by and only by mutual consent signified 
by instruments in writing signed by the director general and by 
some officer of the company thereto duly authorized by the board 
of directors of the company. 

(c) Wherever in this agreement the word “Commission” is 
used it shall be understood as meaning the Interstate Com- 
merce Commission, acting by divisions or otherwise as author- 
ized by law; but either party shall have the right to have the 
decision of any division of the Commission reviewed by the 
Commission sitting as a whole. 

(d) Wherever in this agreement the words “Federal control” 
are used to indicate a period of time, they shall be understood as 
meaning the period from 12 o’clock midnight of December 31, 
1917, to and including the day and hour on which said control 
shall cease. : 

(e) Wherever in this agreement the words “test period” are 
used, they shall be understood as meaning the period between 
July 1, 1914, and June 30, 1917, both inclusive. 

(f{) Wherever in this agreement the words “standard return” 
are used, they shall be understood as meaning the average an- 
nual railway operating income of the company, computed in 
the manner provided in section 1 of the federal control act, 
and ascertained and certified by the Commission. 

(g) Wherever in this agreement the words “Director Gen- 
eral” are used, they shall be understood as designating William 
G. McAdoo, or such other person as the President may from 
time to time appoint to exercise the powers conferred on him 
by law with relation to federal control, or such agents or 
agencies as the director general may from time to time appoint 
for the purpose; and wherever by this agreement any notice is 
to be given by the director general, the same may be given in his 
name by any subordinate thereto duly authorized. : 

(h) Wherever the property of the company is referred to in 
this agreement it shall be understood as including all the prop- 
erty described in paragraph (a) of section 2 hereof, whether 
owned or leased by the company, and, where the context permits, 
all additions or betterments thereto or extensions thereof made 
during federal control; and as to all such leased property the 
company shall have the benefit of and be subject to all the ob- 
ligations and provisions of this agreement and shall be subject to 
all duties imposed by law in respect of such leased property. 

(1) The descriptive words at the heads of the several sections 
of this agreement and the table of contents are inserted for con- 
venience merely, and are not to be used in the construction of 
the agreement. 


SECTION 2.—PROPERTY TAKEN OVER 


The company’s railroad and system of transportation of which 
the President has taken over possession, use, control, and 
operation shall be considered as including: 

(a) The following roads and properties: (Here insert list of 
roads, noting names, principal termini, etc.) together with all 
branches, tracks, trackage, bridge, and terminal rights, and 
lines of railroad owned or leased and operated by the com- 
pany as a part of its system of transportation, and all other 
property, with the appurtenances thereof, whether included in 
the foregoing list or not, the revenues of which were used, or 
which, if the property had been then revenue bearing, would 
have been used, in computing the company’s standard return... . 

The company reserves to itself the benefit of all leases (and 
of all rents and revenues accruing therefrom), of parts of its 
right of way, station grounds, and other property, the revenues 
from which under the accounting rules of the Commission in 
force during the test period were properly creditable to “mis- 
cellaneous rent income” or “miscellaneous income.” The com- 
pany grants to the director general all its rights to terminate 
leases of any part‘of its right of way, yards, or station grounds, 
and to occupy and use the premises of any such lessee when, in 
his judgment, the same is required for operating purposes. “The 
company shall have for its own benefit the right ‘to’ léeasé for 
industrial sites or other purposes such portion: of its right‘ of 
way, yards, or’ station grounds, or structures thereon, as are 
not required by the director -general for Operating purposes, 
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and to receive and enjoy the rentals therefrom, subject to the 
right of the director general to cancel any such lease and to 
occupy the premises or structures whenever, in his judgment, 
the same are necessary for operating purposes. All expenses 
connected with any such property heretofore or hereafter leased 
or otherwise occupied, as in this paragraph provided, including 
taxes thereon which during the test period were not charged to 
railway tax accruals, shall be paid by the company while re- 
ceiving the revenues therefrom. 

[This paragraph may have to be modified, in particular cases, 
to fit the situation created by the existence of mixed operating 
and nonoperating property, and perhaps in other cases.] 

(b) All materials and supplies on hand at midnight December 
31, 1917. [This item to be supported by an inventory, which, how- 
ever, is not to be incorporated in the contract except by refer- 
ence.]} 

(c) All balances in the account or accounts representing the 
total of “Net balance receivable from agents and conductors” 
as of midnight December 31, 1917; 

(d) [Here insert list of such other operating assets and of 
any deposits or funds as may be agreed on in cach case. If no 
such assets, deposits, or funds are taken over, omit this para- 
graph and correct §§ 4 (a), 4 (e), and 9 (d) accordingly.) 


SecTION 3.—ACCEPTANCE 


(a) The company accepts all the terms and conditions of the 
federal control act and any regulation or order made by or 
through the President under authority of said act or of that 
portion of the act approved August 29, 1916, referred to in para- 
graph (a) of the preamble to this agreement which authorizes 
the President in time of war to take possession, assume control, 
and utilize systems of transportation; and the company further 
and expressly accepts the covenants and obligations of the 
director general in this agreement set out and the rights arising 
thereunder in full adjustment, settlement, satisfaction, and dis- 
charge of any and all claims and rights, at law or in equity, 
which it now has or hereafter can have, otherwise than under 
this agreement, against the United States, the President, the 
director general, or any agent or agency thereof, for compensa- 
tion under the Constitution and laws of the United States for 
the taking possession of its property, and for the use, control, 
and operation thereof during federal control, and for any and 
all loss and damage to its business or traffic by reason of the 
‘diversion thereof or otherwise which has been or may be caused 
by said taking or by said possession, use, control, and operation. 

No claim is made by the company for compensation for the 
period between noon of December 28 and midnight of December 
31, 1917; and the revenues of said period shall belong to the 
company, and the expenses thereof shall be paid by the com- 
pany, allocated in both cases as provided in paragraph (b) of sec- 
tion 4 hereof. 

(b) The company, on its own initiative or upon the request 
of the director general, shall take all appropriate and necessary 
corporate action to carry out the obligations assumed by it in 
this agreement or lawfully imposed upon it by or pursuant to the 
proclamation of December 26, 1917, or by the Federal control 
act. , 

(c). The federal control act being in section 16 thereof ex- 
pressly declared to be emergency legislation enacted to meet 
conditions growing out of war, nothing in this agreement shall 
be construed as expressing or prejudicing the future policy of 
the federal government concerning the ownership, control, or 
regulation of the company, or the method or basis of the 
capitalization thereof, and the recitals or provisions of this 
agreement shall not be used, as evidence or otherwise, by either 
party hereto in any pending or future proceeding which involves 
the acquisition or valuation of the company’s property or any 
part thereof; but nothing in this paragraph shall be taken or con- 
strued as affecting the settlement and discharge contained in 
paragraph (a) of this section, nor as limiting or qualifying 
any of the provisions of said paragraph for the purposes thereof. 


Section 4,—OPpERATION 


AND ACCOUNTING DurInG FEDERAL 


CONTROL 


(a) All amounts received by the director general under 
paragraphs (c) and (d) of section 2 hereof and all other 
amounts whether received from the company in cash or 
collected or realized upon by him from current operating 
assets belonging to the company or arising from railway 
operations prior to midnight of December 31, 1917, shall be 
credited by him to the company; and the director general 
shall, to the extent of the cash so received or realized, pay 
and charge to the company all expenses arising out of rail- 
way operations prior to January 1, 1918, including reparation 
claims, and, unless objected to by the company, may pay 
and charge to the company any of such expenses, including 
reparation claims, in excess of ‘the cash so received or 
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realized. Balances of the above accounts shall be struc! 
quarterly on the last days of March, June, September, and 
December of each year, and the cash balance found o1 
such adjustments to be due either party shall be then payable 
and, if not paid, shall bear interest at the rate of 6 per cent 
per annum, unless the parties shall agree upon a differen: 
rate; except that the rate of interest on any portion of a 
balance found due to the company which is derived fron 
cash in bank to the credit of such company on interest, shal 
be adjusted in each case independently of this contract as the 
parties may agree. 

(b) Railway operating expenses, reparation and other 
claims, hire of equipment and joint facility rents shall be 
allocated with reference to the time when incurred as be- 
tween the period prior and subsequent to midnight of Ds 
cember 31, 1917, and as between the period of federal control 
and the period subsequent thereto. Railway operatins 
revenues shall be allocated as between the period prior and 
subsequent to midnight of December 31, 1917, in accordance 
with the established accrual practices of the company; ex- 
cept that where prior to midnight of December 31, 1917, the 
company’s part of a service on through business had been 
completed or carload lots on its own line had reached destina- 
tion, the revenue of the company for such service shall be 
allocated to it; but as to classes of traffic where in the opinion 
of the director general such allocation will involve undue 
delay or undue absorption of accounting labor, such revenues 
shall be allocated in accordance with the established accrual 
practices of the company. Like methods of accruing and 
allocating such revenues shall be made at the end of federal 
control. 

(c) All expenditures made by the director general during 
federal control for additions and betterments, exclusive of 
equipment, or for extensions begun prior to January 1, 1918, 
shall be charged to the company, and if the completion of any 
such addition, betterment, or extension is approved or ordered 
by the director general, the company shall be entitled under 
the provisions of paragraph (d) of section 7 hereof to interest 
on the cost thereof from the completion of the work; but no 
interest (except to the extent that the same may be allowed 
and included in the compensation provided for in paragraph 
(a) of section 7 hereof) shall be due the company upon any 
such expenditures for work done prior to January 1, 1918. 
Payments for all equipment ordered or under construction 
by the company prior to January 1, 1918, but delivered on or 
after that date, shall also be considered as expenditures 
made by order or approval of the director general under 
paragraph (d) of section 7 hereof. Interest during construc- 
tion payable under this paragraph, and also interest during 
construction on the cost of any additions, betterments, and 
road extensions made by the company or at its expense to 
the company’s property during federal control, shall be in- 
cluded in the cost of the work. 

(d) Cash receipts or disbursements and other items arising 
out of transactions which do not enter into or form a part 
of those used in determining the company’s standard return 
shall not be received or paid by the director general unless 
such transactions are negotiated or conducted by his order 
for account of the company and with its consent. When 
moneys are so received or paid by the director general in 
connection with such corporate transactions they shall be 
credited or charged to the company. There shall be an 
accounting of the amounts due by one party or the other 
under this paragraph at the end of each quarter year of 
federal control, and the amount so found due shall be then 
payable and if not paid shall bear interest as provided in para- 
graph (a) of this section. 

(e) Any funds taken over as provided in paragraph (d) of 
section 2 hereof shall be maintained by payments and charges 
to appropriate operating expense accounts and used by the 
director general during federal control substantially in the 
same manner as prior to January 1, 1918. All sums paid by 
the director general to maintain pension funds or pension 
obligations or practices, and all contributions to Young Men's 
Christian Associations of employees, employees’ savings 
funds, relief funds or associations, reading rooms, or health, 
accident, or death benefits for employees shall-be treated as 
part of railway operating expenses during federal control. 

(f) All salaries. and expenditures incurred by the company 
during federal control for purposes which relate to th: 
existence and maintenance of the corporation, or to the 
properties of the company not taken over by the President 
or to negotiations, contracts, valuations, or any business 
controversy with the government or any branch thereo 
and which are not spetially‘authotized by the director genera! 
shall be borne by the company;-except:thatcthe expenses | 
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valuation now being made by the Commission to the extent 
that they are, in the opinion of the director general, necessary 
to comply with the valuation orders and other requirements 
of the Commission and to the co-operation of the company 
in the making of such valuation, shall be paid by the director 
general as a part of railway operating expenses. If the com- 
pany is dissatisfied with the ruling of the director general it 
miay appeal to the Commission, whose decision shall be final. 

(g) The director general shall furnish for additions, bet- 
terments and road extensions to the company’s property 
approved or ordered by him any‘of the materials and sup- 
plies taken over under paragraph (b) of section 2 hereof, or 
purchased by him and held for use in connection with the 


. company’s property, in. so far as, in his judgment, he can do 


so with due regard to his own requirements. Materials and 
supplies so furnished shall be charged to the company at cost. 

(h) The director general shall at his option be substituted 
for the period of federal control in the place of the company 
in respect of the benefits and obligations of contracts relat- 
ing to operation in force January 1, 1918 (including contracts 


‘made by subsidiaries for the use and benefit of the company 


and the right to abrogate or change and make new contracts 
with express companies for the period of federal control), 
except as to contracts between the company and subsidiary 
companies which shall be considered and treated as arrange- 
ments or practices; and the director general shall in like 
manner at his option be substituted for such period in respect 
of the benefits and obligations of arrangements and practices 
in force during the test period in regard to fuel, materials, 
and supplies for the operation of the property described in 
paragraph (a) of section 2 hereof and of any additions, 
betterments, and road extensions thereto, obtained from any 
mine, oil field, or other source of supply owned or controlled 
by the company, it being understood that under such arrange- 
ments or practices, if availed of by the director general, he 
shall, to the extent necessary to offset any increase in the 
standard return growing out of the furnishing by the com- 
pany or of its subsidiaries, during the test period, of fuel, 
materials, and supplies under an arrangement or practice at 
less than the then cost or the then market value thereof for 
railroad. purposes, be charged for such fuel, materials, and 
supplies a price expressed in dollars or cents per unit below 
or above the then cost of the then market value thereof for 
railroad purposes (as the practice of the company may have 
been) in the same amount that the prices charged the com- 
pany during the test period were below or above the then 
cost or the then market value thereof for railroad purposes; 
and at the request of the director general or the company 
the prices for fuel or materials supplied between December 
31, 1917, and the execution of this contract shall be adjusted 
on the foregoing basis: Provided, however, That a source of 
supply which the company had acquired to safeguard its 
own operations shall not be depleted or reduced for use on 
other transportation systems, except in cases of emergency 
to be determined by the director general, in which event the 
quantity so used on other transportation systems shall be 
accounted for to the company at the fair value thereof: 
And provided further, That materials and supplies secured under 
contracts which the company had made for its own opera- 
tions shall, so far as practicable, be used on the company’s 
property, and that, if used on any other transportation system, 
materials and supplies of like character shall be furnished by 
the director general for use in making such additions, better- 
ments, and road extensions as shall be chargeable to the 
company, and shall be charged at cost under such contracts.* 

(i) The director general shall pay, or save the company 
harmless from, all expenses incident to or growing out of the 
POssession, operation, and use of the property taken over 
during federal control, except the expenses which under this 
agreement are to be borne by the company. He shall also 
Pay or save the company harmless from all rents called in the 
monthly reports to the Commission equipment rents or joint- 
facility rents, and all judgments or decrees that may be re- 
covered or issued against, and all fines and penalties that 
may be imposed upon, the company by reason of any cause of 
action arising out of federal control, or of anything done or 
omitted in the possession, operation, use, or control of the 
company’s property during federal control, except judgments 
or decrées -founded on obligations of the company to the 
director general or the United States. 

(j) The director general shall save the company harmless 
rom any and all liability, loss, or expense’ resulting from 





*In view of the differing situations of the various carriers, a uniform 
fandard clause covering the subject matter of paragraph (h) will not 
€ insisted upon, the same being left open for such separate tréatment 
aS may be agreed ‘on in each case. 


RAILWAY AGE 439 





or incident to any claim made against the company growing 
out of anything done or omitted during federal control in 
connection with, or incident to, operation or existing con- 
tracts relating to operation; and shall do and perform, so far 
as is requisite under federal control for the protection of the 
company, all and singular the things, of which he may have 
notice, necessary and appropriate to prevent, because of 
federal control or of anything done or omitted thereunder, 
the forfeiture or loss by the company of any of its property 
rights, ordinance rights, or franchises, or of its trackage, 
lease, terminal, or other contracts involving a facility of 
operation; but nothing herein contained shall be construed 
to require the director general to make any capital ex- 
penditure necessary to preserve a franchise or ordinance 
right not heretofore availed of by the company. The director 
general shall also save the company harmless from any and 
all claims for breach of covenant heretofore entered into by 
the company or by any predecessor in title or interest in 
any mortgage or other instrument in respect to insurance 
against losses by fire. 

Nothing in this or in the preceding paragraph shall be con- 
strued to be an assumption by the director general of, or to 
make him liable on, any obligation of the company to pay a 
debt secured by a mortgage or any rent under a lease, except 
rents which during the test period were called in the monthly 
reports to the Commission equipment rents and joint facility 
rents and rents which under the accounting rules of the Com- 
mission in force during the test period were classified as 
operating expenses. 

(k) In carrying out the provisions of paragraphs (a), (b), 
(c), and (d) of this section and the provisions of section 6 
hereof the director general shall not settle any claim by or 
against the company against the objection in writing of the 
president or of any other duly authorized officer of the com- 
pany. The conduct of all litigation before any court or com- 
mission arising out of such disputed claims, or out of opera- 
tion prior to federal control, shall be in charge of the director 
general’s legal force and the expense thereof shall be paid by 
the director general; but the company may, at its own ex- 
pense, employ special counsel in connection with any such 
litigation. 

(1) Nothing in this agreement shall be construed as in- 
consistent with the provision in section 10 of the federal 
control act that no process, mesne or final, shall be levied 
against any property under federal control, nor as a waiver 
by the United: States of any claim that might otherwise be 
made by it that the rights of any state or subdivision thereof 
or of any individual or corporation have been abrogated or 
suspended by the taking over of the company’s property or 
by federal control. 

(m) The company shall have the right at all reasonable 
times to inspect the books and accounts kept by the director 
general relating to the property of the company, or to the 
operation thereof, and the director general shall during 
federal control furnish the company with a copy of the 
operating reports relating to its property, and as soon as 
practicable after the end of each fiscal year shall furnish to 
the company a complete list of its equipment as of the end 
of such fiscal year. 

SEcTION 5.—UPKEEP. 

(a) During the period of federal control the director general 
shall, annually, as nearly as practicable, expend and charge to 
railway operating expenses, either in payments for labor and 
materials or by payments into funds, such sums for the main- 
tenance, repair, renewal, retirement, and depreciation of the prop- 
erty described in paragraph (a) of section 2 hereof as may be 
requisite in order that such property may be returned to the 
company at the end of federal control in substantially as good 
repair and in substantially as complete equipment as it was on 
January 1, 1918: Provided, however, That the annual expenditure 
and charges for such purposes during the period of federal 
control on such property and the fair distribution thereof over the 
same, or the payment into funds of an amount equal in the 
aggregate (subject to the adjustments provided in paragraph 
(c) and to the provisions of paragraph (e) of this section) to 
the average annual expenditure and charges for such purposes 
included under the accounting rules of the commission in rail- 
way operating expenses during the test period, less the cost of 
fire insurance included therein, shall be taken as a full com- 
pliance with the foregoing covenant. 

(b) The director general may expend such sums, if any, in 
addition to these expended and charged under paragraph (a) 
of this section (subject to the adjustments provided in paragraph 
(c) of this section) as may be requisite for the safe operation 
of the property described in paragraph (a) of section 2 hereof, 
assuming a use similar to the use during the test period and not 
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substantially enhancing the cost of maintenance over the normal 
standard of maintenance of railroads of like character and busi- 
ness during said period; and the amount, if any, of such excess 
expenditures during federal control shall be made good by the 
company as provided in paragraph (b) of section 7 hereof. 

(c) In comparing the amounts expended and charged under 
the provisions of paragraphs (a) and (b) of this section with 
the amounts expended and charged during the test period, due 
allowance shall be made for any difference that may exist between 
the cost of labor and materials and between the amount of prop- 
erty taken over and the average for the test period, and, as to 
paragraph (a), for any difference in use between that of the 
test period and during federal control which in the opinion of 
the Commission is substantial enough to be considered, so that 
the result shall be, as nearly as practicable, the same relative 
amount, character, and durability of physical reparation. 

(d) At the request of either party there shall be an accounting 
of the amounts due by one party or the other under paragraphs 
(a) and (b) of this section at the end of each year of federal 
control and at the end of federal control. 

(e) If during federal control any of the property described 
in paragraph (a) of section 2 hereof or any replacement thereof 
or addition thereto or betterment or extension thereof is de- 
stroyed or damaged otherwise than by fire or public enemies, and 
is not restored or replaced by the director general, he shall reim- 
burse the company the value of the property destroyed or the 
amount of the damage at the time of the loss; and the cost of 
restoration or replacement, or said value or damage, as the case 
may be, shall be charged to annual railway operating expenses: 
Provided, however, That if the Commission, on application of 
either party and after giving due consideration to the practice 
of the company*during the test period in respect to such matters 
and to any other pertinent facts and circumstances, determines 
that it is just and reasonable that the said cost or value shall 
be apportioned or extended over a period of more than one year, 
this shall be done, and so much of said cost or value as may 
be apportioned by the Commission over the period subsequent 
to federal control, shall be charged to the company in the final 
accounting at the end of federal control and shall be paid by it. 

If, during federal control, any of the property described in 
paragraph (a) of section 2 hereof or any replacement thereof or 
addition thereto or betterment or extension thereof is destroyed 
or damaged by fire, and is not restored or replaced by the 
director general, he shall reimburse the company the value of 
the property destroyed or the amount of the damage at the time 
of the fire; and the cost of restoration or replacement or said 
value of damage, as the case may be, shall be charged to annual 
railway operating expenses, but the same shall not be considered 
a charge to such expenses for the purposes specified in para- 
graph (a) of this section. 

In case of any such loss or damage by fire, the director general 
shall, if given written notice of the requirements of any mort- 
gage, equipment lease, or trust on the property so destroyed or 
damaged, make such restoration or replacement, or pay such 
value or damage, in such way as to meet the requirements of 
such mortgage, equipment lease, or trust in the same manner as 
would have been proper in applying the proceeds of insurance 
on such property if it had been insured by the company against 
loss or damage by fire in accordance with the terms of such 
instruments of lien; and a compliance with the written request 
of the company in respect thereof shall be a full acquittance of 
any obligation of the director general in the premises. 

The foregoing parts of this paragraph are subject to the 
proviso that in case of loss or damage any addition and better- 
ments made in connection with or as a part of the restoration 
or replacement of property damaged or destroyed and charge- 
able under the accounting rules of the Commission in force 
December 31, 1917, to investment in road and equipment, shall 
be charged to and paid by the company. 

The director general shall not be liable to the company for 
any loss or damage due to the acts of public enemies. 

(f) If any additions, betterments, or road extensions are made 
to the property taken over or any equipment is added at the 
expense of the company and with the approval or by order of 
the director general during federal control, he shall expend and 
charge to railway operating expenses such sums either in pay- 
ments for labor and materials or by payments into funds, as 
may be requisite for the proper maintenance, repair, renewal, 
retirement, and depreciation of such property until the end of 
federal control. 

(g) The company shall have the right to inspect its property 
at all reasonable times during federal control, and the director 


general shall.provide reasonable facilities for such inspection. 


f any question shall arise,*either during or at the end 
of.federal control;.as to, whether the.covenants or provisions in 


this section contained are» being or» have -been observed; ‘the’ 
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referred to the Commission which, after hearing, shall make 
such findings and order as justice and right may require, which 
shall be final as to the questions submitted and shall be binding 
on and observed by both parties hereto, except that either party 
may take any question of law to the courts, if it so desires. 


SEcTION 6.—TAXES 

(a) All taxes assessed under federal or any other govern- 
mental authority for the period prior to January 1, 1918, includ- 
ing a proportionate part of any such tax assessed after December 
31, 1917, for a period which includes any part of 1917 or pre- 
ceding years, and unpaid on that date, all taxes commonly called 
war taxes which have been or may be assessed against the com- 
pany under the act of Congress entitled “An act to provide 
revenue to defray war expenses and for other purposes,” ap- 
proved October 3, 1917, or under any act in addition thereto 
or in amendment thereof, and all taxes which have been or 
may be assessed on property under construction, and all assess 
ments which have been or may be made for public improvements, 
chargeable under the accounting rules of the Commission in 
force December 31, 1917, to investment in road and equipment, 
shall be paid by the company; but upon the amount thus charge- 
able to investment interest shall be paid to the company dvring 
federal control at the rate provided in paragraph (a) of section 
7 hereof. Taxes assessed during construction on additions, bet- 
terments, and road extensions made by the company with the 
approval or by order of the director general during federal 
control, shall be considered a part of the cost of such additions, 
betterments, and extensions and shall, under the provisions of 
paragraph (d) of section 7 hereof, bear interest as a part of 
such cost from the date of the completion of such additions, 
betterments, or extensions. Assessments for public improve- 
ments which do not become a part of the property taken over 
shall bear interest from the date of the payment of such assess- 
ment. 

(b) If any tax or assessment which under this agreement is 
to be paid by the company is not paid by it when due, the same 
may be paid by the director general and deducted from the next 
installment of compensation due under section 7 hereof. If ary 
taxes properly chargeable to the director general have been or 
shall be paid by the company, it shall be duly reimbursed therefor. 

(c) The director general shall either pay out of revenues 
derived from railway operation during the period of federal 
control or shall save the company harmless from all taxes, and 
the expense of suits in respect thereof, lawfully assessed under 
federal or any other governmental authority for any part of said 
period on the property under such control, or on the right to 
operate as a carrier, or on the revenues derived from operation, 
and all other taxes which under the accounting rules of the Com- 
mission in force December 31, 1917, are properly chargeable to 
“railway tax accruals,” except the taxes and assessments for 
which provision is made in paragraph (a) of this section. 

(d) If any such tax is for a period which began before Jan- 
uary 1, 1918, or continues beyond the period of federal control, 
such portion of such tax as may be apportionable to the period 
of federal control shall be paid by the director general, and the 
remainder shall be paid by the company. 

(e) Whenever a period for which a tax is assessed can not 
be definitely determined, so much of such tax as is payable in 
any calendar year shall be treated as assessed for such year. 


Section 7.—CoMPENSATION 

(a) The annual compensation guaranteed to the company 
under section 1 of the federal control act shall be the sum of 
cihiabamacious dollars during each year and pro rata for each 
fractional part of a year of federal control, subject, however, to 
any increase or decrease in the standard return hereafter made 
by the commission as provided in paragraph (d) of the preamble 
of this agreement. 

(b) The said compensation shall be paid to the company 
quarterly in equal installments on the last days of March, June, 
September, and December of each year for the quarter ending 
therewith, except that the first two installments shall be due as 
of March 31, 1918, and June 30, 1918, respectively, but shall be 
paid upon the execution of this agreement; but from each install- 
ment there may be deducted any amount then due by the company 
under paragraphs (a) and (d) of section 4 hereof, under para- 
graph (b) of section 5 hereof, and under paragraph (b) of 
section 6 hereof, and all amounts required to reimburse the 
United States for the cost of additions and betterments made to 
the property of the company not justly chargeable to the United 
States, unless such matters are financed or otherwise taken care 
of by the company to the satisfaction of the director general, 
and the director general may apportion any such amounts to 
two or more subsequent installments: Provided, however, That 
said power to deduct amounts due ‘or accruing under paragraph 

»(b) of section 5 hereof and’ the cost’ of ‘additions and better- 
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sums reasonably required to support its corporate organization, 
to keep up sinking funds for the company’s debts required by 
contracts in force December 31, 1917, to pay its taxes, to pay 
rents and other amounts (not chargeable to capital account) 
properly payable by the company for leased or operated roads 
and properties, to pay interest which has heretofore been regu- 
larly paid by the company, and interest on loans issued during 
federal control and approved by the director general,* nor shall 
such deduction be made in respect of additions and betterments 
which are for war purposes and not for the normal development 
of the company, nor in respect of road extensions, nor in respect 
of amounts due under paragraphs (a) and (d) of section 4 
hereof, in cases where the current assets, including materials and 
supplies, of the company taken over by the director general under 
the provisions of this agreement clearly exceed the current liabili- 
ties of the company paid or assumed by the director general under 
said section. In the event of a difference as to the fact whether 
additions and betterments are for war purposes and not for the 
normal development of the company, or as to whether an addi- 
tion is a road extension, the question may, on application of 
either party, be referred to and determined by the Commission. 

The power provided in this paragraph to deduct the amount 
due by the company for the cost of additions and betterments 
not justly chargeable to the United States is further declared to 
be an emergency power, to be used by the director general only 
when he finds that no other reasonable means is provided by the 
company to reimburse the United States, and, as contemplated 
by the President’s proclamation and by the federal control act, 
it will be the policy of the director general to so use such power 
of deduction as not to interrupt unnecessarily the regular pay- 
ment of dividends as made by the company during the test 
period. ; 

Overdue installments of compensation, or balances thereof, 
provided for in this section shall bear interest from maturity at 
the rate of five per cent per annum, except that if the director 
general shall, prior to the execution of this contract, have loaned 
the company any money, the installments of compensation over- 
due at the date of the execution hereof shall bear interest from 
maturity at the same rate as that charged to the company on such 
loans. a‘ 

(c) During federal control the company shall not, without 
the prior approval of the director general, issue any bonds, notes, 
equipment trust certificates, stock, or other securities, or enter 
into any contracts (except contracts in respect of corporate 
affairs and property not taken under federal control), or agree 
to pay interest on its debt at a higher rate, or for rent of leased 
roads and properties a larger amount, than the rates and amounts 
payable as of, or required by contracts in force on, December 31, 
1917. The company may, however, procure the authentication 
and delivery to it under any mortgage or trust deed or agree- 
ment in force December 31, 1917, of bonds or notes issuable 
thereunder in respect of additions, betterments, extensions, and 
equipment, or for refunding purposes. : ; 

(d) Upon the cost of additions and betterments (including 
equipment), less retirements in connection therewith and upon the 
cost of road extensions, made to the property of the company 
during federal control, the director general shall, from the com- 
pletion of the work, pay the company a reasonable rate of inter- 
est, to be fixed by him on each occasion. In fixing such rate or 
rates he may take into account not merely the value of money 
but all pertinent facts and circumstances, whether the money 
used was derived from loans or otherwise, provided that to the 
extent that the money is advanced by the director general or is 
obtained by the company from loans or from the proceeds of 
securities the rate or rates shall be the same as that charged by 
the director general for loans to the company or to other com- 
panies of similar credit. ; 

(e) From its compensation so received by it or fr m other 
income, if adequate for the purpose, the company shall make all 
payments of interest, rents and other sums necessary to prevent 
a default under any mortgage or lease of any of the property 
described in paragraph (a) of section 2 hereof; and if at any 
time during federal control the company, by virtue of any change 
in the right of possession (subject to the rights of the United 
States) to any of said property or otherwise, shall no longer be 
entitled as between itself and any other person or corporation 
to receive the entire compensation herein provided, such compen- 
sation shall be apportioned and paid, as between: the parties 
entitled thereto, as justice and right may require. 


Section 8.—Ciarms For Losses on AppiTions, Etc. 


(a) Prompt notice in writing, except as provided in para- 
graph (d) of this section, shall be given the company of the 
making or ordering of any additions, betterments, or road ex- 





* The company. will be expected to furnish the atenent of a, prior to 
w. 


the éxecution, of; any . contract, 
charges Agar Ts 4nd Neier tenis b= 


31,.199KIYSG ote vo 


“a, sWorn statement’ of all the” fixed .. 
tioned in*this ‘clause, “a8*o ‘"Déetember'’ 





RAILWAY AGE 441 





tensions, including terminals, motive power, cars, or other equip- 
ment to or for the property of the company costing more than one 
thousand dollars, with an estimate of the cost thereof. Such 
notice shall be given before the beginning of the work or the 
acquisition of the property whenever in the judgment of the 
director general it is practicable to do so. Within a reasonable 
time after the completion of the work or the acquisition of the 
property, a written statement of the final cost thereof shall be 
given the company. There shall be furnished the company, as 
soon as practicable after the end of each month, a written state- 
ment of all expenditures estimated to cost one thousand dollars 
or less chargeable to investment in road and equipment made 
during the month, with a brief description of the work done or 
of the property acquired; and such statement shall constitute all 
the notice of additions and betterments costing one thousand 
dollars or less required by (b) and (c) of this section. The 
notices provided in this paragraph may be given to the president 
of the company unless the company designates some other officer 
to receive the same, in which event the notice shall be giver 
to such other officer. 

(b) Any claim of the company for loss accruing to it by 
reason of expenditures for additions and betterments made to 
the property of the company during federal control in connection 
with or as part of the work of maintaining, repairing, and renew- 
ing the company’s property and chargeable under the accounting 
rules of the Commission in force December 31, 1917, to in- 
vestment in road and equipment, except such expenditures as are 
incurred in connection with the replacement of buildings and 
structures in new locations, may be determined by agreement 
between the director general and the company, or, failing such 
agreement as to the fact or amount of such loss, the questions 
at issue may, upon the application of either party at any time 
after the filing of the statement of claim hereinafter referred to, 
be ascertained in the manner provided in section 3 of the federal 
control act: Provided, however, That no loss shall be claimed 
by the company and no money shall be due to it in respect of 
such additions and betterments upon the ground that the actual 
cost thereof at the time of construction was greater than under 
other market and commercial conditions; and for the purpose of 
determining such controversy the amount paid for any addition 
or betterment shall be .deemed the fair and reasonable cost 
thereof and shall be taken as the basis for such determination; 
nor unless the company, within sixty days of notice to it that the 
work will be done, shall give the director general notice of 
objection thereto and shall file with the director general a state- 
ment of its claim within ninety days after notice of the comple- 
tion of the work. 

(c) Any claim of the company for loss accruing to it by 
reason of any additions and betterments which are not made in 
connection with or as a part of the work of maintaining, re- 
pairing, and renewing the company’s property, or accruing to it 
in connection with maintenance in the replacement of buildings 
and structures in new locations, or by reason of road extensions, 
terminals, motive power, cars, or other equipment made to or 
provided for the property of the company during federal control, 
may be determined by agreement between the director general 
and the company, or failing such agreement as to the fact or 
amount of such loss, may, by proceedings instituted not later 
than six months after the end of federal control, be ascertained 
in the manner provided in section 3 of the federal control act: 
Provided, however, That no loss shall be claimed by the com- 
pany and no money shall be due to it in respect of such additions, 
betterments, road extensions, terminals, motive power, cars, or 
other equipment mentioned in this paragraph upon the ground 
that the actual cost thereof at the time of construction or acqui- 
sition was greater than under other market and commercial con- 
ditions; and for the purpose of determining such controversy 
the amount paid for any additions, betterments, road extensions, 
terminals, motive power, cars, or other equipment shall be 
deemed the fair and reasonable cost thereof and shall be taken 
as the basis for such determination; nor unless within sixty days 
after notice to the company of such construction or acquisition 
written notice is given to the director general by the company 
that it will claim a loss in respect thereof. With and as part 
of such notice the company shall state its objections to such 
construction or acquisition as far as reasonably practicable at 
the time. Nothing in this agreement shall be construed as barring 
the United States from contending that no loss within the 
meaning of the federal control act accrued to the company by 
reason of any additions, betterments, or road extensions made 
during federal control by order or approval of the director, 
general, if it is made to appear that the company itself but for 
federal control should in the exercise of sound’ judgment. have 
made such addition, betterment or road extension, ** 103 
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federal control but prior to the execution of this agreement, the 
director general shall not be required to give the notice thereof 
provided for in paragraph (a) of this section and notice by 
the company of any claim of loss in respect thereto may be given 
the director general within ninety days after the execution 
hereof; and such claims shall thereafter be proceeded with in 
the manner provided in paragraph (b) or paragraph (c) of 
this section, as the case may be. 

(e) The director general shall reimburse the company for 
the amount of loss ascertained under this section with a proper 
adjustment of interest thereon. ; 

(f) The director general shall not acquire any motive power, 
cars, or other equipment at the expense, or on the credit, of the 
company in excess of what in his judgment is necessary, in 
addition to its then existing equipment, to provide for the 
traffic requirements of its own system of transportation; but this 
provision shall not prevent the director general, after the 
acquisition of such equipment, from using the same, or any part 
thereof, on the line of any other transportation system operated 
by him. 


Section 9.—FINAL ACCOUNTING 


(a) At the end of federal control all the property described 
in paragraph (a) of section 2 hereof shall be returned to the 
company, together with all repairs, renewals, additions, better- 
ments, replacements, and road extensions thereto which have 
been made during federal control, except as any part thereof 
may have been destroyed or retired and not replaced, in which 
case the provisions of section 5 hereof shall govern and except 
that the director general shall not be obliged to restore or 
replace property destroyed or damaged by the acts of public 
enemies. 

(b) At the end of federal control the director general shall 
return to the company all uncollected accounts received by him 
from the company and also materials and supplies equal in 
quantity, quality, and relative usefulness to that of the materials 
and supplies which he received, and to the extent that the director 
general does not return such materials and supplies he shall 
account for the same at prices prevailing at the end of federal 
control. To the extent that the company reecives materials and 
supplies in excess of those delivered by it to the director general 
it shall account for the same at the prices prevailing at the end 
of federal control, and the balance shall be adjusted in cash. 

(c) The total amount of the account “Net balance receivable 
from agents and conductors” at the end of federal control may 
be turned over by the director general to the company. He may 
also turn over all assets which have accrued out of operation; 
and the company shall, to the extent of the cash received or 
realized from such assets, pay and charge to the director general 
all expenses arising out of railway operations during federal 
control, including reparation and other claims, and may, unless 
objection is made by the director general, pay and charge to 
him any such expenses including reparation and other claims in 
excess of the cash so received or realized. On the first day of 
the third month following the termination of federal control an 
accounting between the parties shall be had, and so on the first 
of each third month thereafter. Any balance found due either 


party shall be payable as of the date on which the account is” 


stated and shall bear interest until paid. 

(d) At the end of federal control there shall be paid to the 
company any balance then remaining unpaid of the cash and 
special deposits received from the company at the beginning of 
federal control, together with any unpaid interest which may 
have accrued upon the same. There shall also be paid to the 
company all special funds which were taken over by the director 
general as enumerated in section 2 hereof, and any funds created 
under the provisions of this agreement, except to the extent 
that such funds may have been properly used under this agree- 
ment. 

(e) Wherever under any provision of this section there is to 
be an adjustment of interest, it shall be at the rate of five per 
cent per annum unless the parties shall in any case agree on a 
different rate. 

(f) After federal control no claim by or against the director 
general shall be settled by the company against the written 
objection of the director general or the attorney general of the 
United States. The conduct of all litigation before any court 
or commission arising out of such disputed claims or out of 
operations during federal control shall be in charge of the com- 
pany’s legal force and the expense thereof shall be paid by the 
company; but the director general or the attorney general may, 
at the expense of the United States, employ special counsel in 
connection with any such litigation. 


. The Railroad Administration has also tendered to repre- 
sentatives of the short line railroads a special form of contract 
to meet their peculiar conditions which has been the subject 
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of negotiations for several weeks. It was thought this might 
be declared acceptable to the short lines before the end of 
the week. 


Orders of Regional Directors 


AINTENANCE OF ENGINE TERMINALS.—The Eastern 
M regional director orders that to insure proper condi- 

tion of engine terminals for the Winter, repairs be 
made to roundhouse, roofs, windows, doors, heating pipes, 
lighting systems, etc., November 1. Shelter should be pro- 
vided for those employees whose occupations expose them to 
the weather, such as ashpit, turntable and coaling forces, in 
order to protect the men, and by making comfortable pro- 
vision help insure retention of sufficient force. Machinery 
of coaling plants, turntables, etc., should be inspected and 
repaired and spare parts provided to insure uninterrupted 
service. 

Headlight Requirements on Switching Locomotives.—The 
Eastern regional director states that it has been determined 
that when necessary to. make changes in headlights on 
switching locomotives to meet the requirements of the law, 
or on account of renewals, they will be equipped with head- 
lights of the incandescent type with a turbo-generator and 
a bulb of suitable wattage. 

Utilization of U. S. Employment Service——The Eastern 
regional director advises that while it is desired to utilize 
to the fullest extent the United States Employment Service 
in the providing of railway labor, no understanding or com- 
mitments have been made by the Railroad Administration 
to the effect that the Employment Service is charged with 
the duty and responsibility of protecting the railroad require- 
ments. It must be clearly understood by those in charge of 
the operation and maintenance of railroad facilities that the 
responsibility for an adequate and proper force devolves 
upon them and that they are expected to utilize all of the 
sources available for the procurement of their labor. 

Courtesy First—The regional directors are adding to the 
director general’s appeal for courtesy and consideration for 
the public on the part of railway employees. The regional 
director for the Southwestern district has supplemented the 
director general’s appeal with a suggestion for holding meet- 
ings and getting right at the root of the matter. That part 
of his circular reads: “I suggest that each federal manager 
have a meeting of his department officers as promptly as 
possible, and go fully into this subject. In turn, the various 
department heads, particularly traffic, should have similar 
meetings with their subordinates.” 

Purchase of Rolling Equipment.—The Northwestern re- 
gional purchasing committee has furnished instructions to 
purchasing agents on the purchase of rolling equipment, 
such as locomotives, cars, coaches, etc. When an aggregate 
purchase for equipment, the capital expenditure for which 
has been duly approved, is estimated to cost $100,000 or 
more, an order in triplicate should be sent to the regional 
purchasing committee with copies of plans and specifications, 
so that the matter may be submitted to the central advisory 
purchasing committee for purchase. 

Such equipment amounting in the aggregate to less than 
$100,000 should be purchased by the individual road, sub- 
ject to the approval of the regional purchasing committee. 
Proposals covering such equipment should be tabulated and 
sent to the regional purchasing committee for approval with 
complete specifications, blue prints, and other details, ac- 
companied by recommendations as to acceptance and reasons 
therefore. Equipment purchased by individual roads should 
as far as practicable comply with the equipment standards 
of the Railroad Administration. 

Surplus Bar Iron on the Great Northern.—The North- 
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western regional purchasing committee states that the Great 
Northern has a surplus of bar iron which is available for 
immediate shipment. Roads in the vicinity of Duluth, Min- 
neapolis and St. Paul requiring iron are asked to draw on 
this stock before placing orders elsewhere. 

Sill Steps for Disposal by the Soo.—The Northwestern 
regional purchasing committee announces that the Min- 
neapolis, St. Paul & Sault Ste. Marie has 4,800 left-hand 
single freight car sill steps and 1,800 right-hand double 
freight car sill steps for safety appliances on box cars avail- 
able for disposal to other roads. E. T. Stone, purchasing 
agent of the Soo line at Minneapolis, will supply further 
information concerning this material. 

Surplus Material for Disposal by S. P. & S.—The North- 
western regional purchasing committee announces that the 
Spokane, Portland & Seattle has for disposal at its Portland 
shops material including angle bars, various sizes of new 
galvanized corrugated culvert pipe, four-point Pierce trans- 
position J. brackets, new caboose cupola lamps, several thou- 
sand feet of new circular loom, several thousand feet of 
cable and a number of miscellaneous items. 

Solicitation of Labor.—The Northwestern regional direc- 


tor recommends prompt and systematic action in recruiting’ 


labor by all railroad officers including foremen, along the 
following lines: 

(1) The duty of keeping a record of the labor requirements should be 
placed in the hands of one man or bureau on each railroad under the imme- 
diate supervision of the federal or general manager, 

(2) The heads of each department should be required to report to that 
officer or bureau at stated periods as to their labor requirements and the 
shortage in the various crafts. These reports should include a statement as 
to action they are taking in the recruiting of labor. 

(3) A statement of the labor requirements should be sent to every 
United States employment office on the line. 

(4) Bulletins should be sent out from time to time showing the. require- 
ments for labor on each division. Agents should be instructed to post these 
bulletins where they can be seen by all interested and to solicit the aid of 


the newspapers in putting before the public the necessity of the railroads 
in the labor line. 


(5) In districts where the harvesting has been completed or where there 
has been a failure of crops, an active solicitation should be made to secure 
for railroad service the men who have been engaged in farm work. 

(6) Reduced building operations generally, and particularly in small 
towns, should make available carpenters and laborers for car repair work, if 
energetically solicited. 

Routing Telegraphic Trattic Over Railroad Wires.—The 
regional director of Southwestern roads asks that the rout- 
ing over railroad wires of all telegraphic traffic originating 
with officers of agents for agents of one line, destined to 
officers and agents of another line, or to and from officers 
of the Railroad Administration, should be over the most 
available and expeditious route, no matter in what region. 
In case of doubt or where it seems advisable to expedite the 
transmission of telegraphic traffic by extending circuits or 
connecting the circuit of one railroad to the circuits of 
another, E. A. Chenery, general superintendent of telegraph 
of the Southwestern region, should be consulted. 

Telegraph School Wire Connections—The Southwestern 
regional director points out the desirability of encouraging 
the establishment of telegraph schools by reputable parties 
i promising communities, because of the acute shortage 
of telegraphers at the present time. There will, therefore, 
be no objection to authorizing a sounder only connection 
in such a telegraph school, looped to either a railroad des- 
spatching or local message circuit (but not to a circuit on 
which commercial business is handled) provided the par- 
tes making the request bear all the expense in connection 
therewith. E. A. Chenery, general superintendent of tele- 
raph of the region, should be advised of each installation 
as authorized for his information. 

_Keduced Fares to Soldiers—The Southwestern regional 
director quotes a letter from Edward Chambers, director of 
the division of traffic of the Railroad Administration, on 


the subject of reduced fares to officers and enlisted men, in 
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the United States Army. The letter points out that prior 
to the effective date of the director general’s order No. 28 
advancing passenger fares and discontinuing special con- 
cessions, reduced fares were in effect between a @yamber of 
military camps and contiguous cities. 

Railroad officers are requested to canvass the present situ- 
ation and to make such recommendations regarding the re- 
granting of reduced fares to officers and enlisted men as 
may be in their judgment advisable. Each situation should 
be dealt with on its merits and where there are other rea- 
sonably satisfactory facilities for moving the men, such as 
trolley lines or motor buses it will be unnecessary to make any 
reduction which will have the effect of unduly burdening 
the steam roads. In cases like that of Camp Upton where 
there is no other means of transit, it is believed that the 
men who are largely recruited from New York should have 
an opportunity to visit their homes occasionally at low fares. 
It may prove advisable to confine the reduced rates to cer- 
tain trains or certain days of the week. It is suggested 
that railroad officers confer with camp commanders so that 
it may be understood in advance that the soldiers must ex- 
pect to put up with crowded cars if they are granted re- 
duced rates. As to the measure of the reduction, this is 
also a matter in which the recommendations of railroad 
officers are requested. But unless there is some good rea- 
son to the contrary the rates should not be less than one fare 
for a round trip. 

It is impracticable to use furlough fare certificates, which 
are used in connection with the long haul business for which 
a rate of one cent per mile is authorized, and the only fea- 
sible check upon the traffic will be to confine the sale of 
tickets to men in uniform and wherever possible, to given 
trains, either regular or special. 

Improvements for 1919.—The Southwestern regional 
director quotes a letter from the director of the division of 
capital expenditures which states that while in general the 
ordering of material for 1919 may probably await prepara- 
tion of the budget, wherever in the judgment of railway 
officers it is necessary to place immediate orders for mate- 
rials for essential facilities for 1919 delivery, this should be 
done without awaiting specific approval. 

Loss of Empty Milk and Cream Cans.—The Southwestern 
regional director quotes a letter from Edward Chambers, 
director of the division of traffic of the Railroad Adminis- 
tration, which points out that there is a great loss in trans- 
portation and a serious delay in the return of empty milk 
and cream cans throughout the United States, a condition 
which is particularly serious in its effects on the production 
and marketing of milk and cream because of the present 
scarcity and the high cost of the metal of which the cans 
are made. While conditions governing the transportation 
of milk vary widely, steps should be taken to adopt what- 
ever plans for marking, waybilling and shipping cans as 
are most appropriate. Constant inspection should permit 
unnecessary accumulations, delays, rough handling and other 
abuses. The general appropriation of the cans by railway 
employees for use as water kegs and to other ends should 
be stopped. 

Discontinuance of Fines for Mail Failures—The South- 
western regional director announces that effective Septem- 
ber 1, the practice, where now existing, of imposing fines 
upon train and station employees in connection with mail 
irregularities will be discontinued. If negligence occurs, 
discipline should be in some other form than fines. When 
railroad companies have contracts with teaming companies 
for handling mail between postoffices and railroad stations, 
the provisions of the contracts relating to fines will continue 
to be enforced. 


Passenger Fares for War Industry Workmen.—The South- 
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western regional director announces the fares and arrange- 
ments which have been authorized for war industry work- 
men where special train service is necessary. The fare one 
way will be six mills per mile, plus five cents, with a mini- 
mum of ten cents per capita based on the mileage of the 
special service from starting point to destination. Fares 
from intermediate points to destination and vice versa will 
be the same as the fare between the extreme points covered 
by service. All trains will earn a minimum of $3 per train 
mile. A special form of 10 or 12 trip tickets good for the 
bearer will be used, limited to 30 days or less. These rates 
and arrangements are confined to industries and construc- 
tion contractors engaged wholly in war work. The special 
forms of 10 or 12 trip tickets will be sold through the in- 
dustry wherever possible and will be honored only on work- 
men’s trains. 

Re-Lettering Express Company 
should be lettered “American Railway Express,” 
“Company” being eliminated. 

Expense for Improvements to Be Borne by 


Cars.—Express cars 
the word 


wo or More 
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Companies.—The Eastern regional director quotes from a 
letter of instructions received from R. S. Lovett, Director, 
Division of Capital Expenditures, that should govern in 
making improvements which should be borne by two or 
more companies, and which are not covered by existing 
agreements. 


“(a) Where joint facilities are desired an effort should be made in the 
first instance to get the companies concerned to agree to the joint improve- 
ment and to apportion the cost between them. 

““(b) Where the companies will not agree and the federal manager deems 
the improvement necessary, the improvement shall be ordered and the cost 
shall be apportioned on such basis as shall be deemed proper, and the federal 
manager shall make requisitions accordingly; and thus the companies will be 
left to make claims for damages they may have sustained for having been 
compelled to make the capital expenditures involved. 

““(c) In cases where the companies refuse to assent to the improvement 
the federal manager shall not order it unless reasonably satisfied that it will 
justify itself from the government standpoint. Where it will produce in- 
creased capacity there will probably be sufficient justification. Where the 
improvement will not increase capacity but will merely promote economy, 
the question should be very carefully considered whether the saving for a 
few years will be sufficient to justify the government in incurring the expe: 
diture, since it is quite possible—the risk varying in different cases—that 
the government will be compelled to stand it all.” 


Wage Increase for Agents, Clerks and Laborers 


Eight-Hour Day and Raises Amounting to $25 a Month or | 
12 Cents an Hour for Million Employees - 


IRECTOR GENERAL McApoo on September 5 issued Sup- 
plements 7 and 8 to General Order 27, granting further 
increases in wages to nearly one million employees of 

railroads under federal control, after recommendations had 
been made by the Board of Railroad Wages and Working 
Conditions, based on an exhaustive investigation made by 
the Board. 

Supplement 7 affects all clerks, station employees, station- 
ary enginemen, boiler-washers, power transfer and turn- 
table operators, and common laborers in shops, roundhouses, 
stations, storehouses and warehouses. It contains general 
rules for promotion and adjustments of grievances. 

Supplement 8 affects all maintenance of way department 
employees working on tracks, bridges and buildings, and in- 
cludes painters, mason and concrete workers, water supply 
employees, plumbers, etc. 

The two supplements stabilize wages and remove in- 
equalities occurring in General Order 27. 

In the supplements certain basic wage minimums are es- 
tablished. 

Generally speaking, the wage increases amount, as com- 
pared with the wages paid on January 1, 1918, to $25 per 
month for employees paid on a monthly basis, and 12 cents 
per hour for employees paid on an hourly basis. These in- 
creases include any increase granted to these employees put 
into effect under General Order 27. General Order 27 is 
cancelled in so far as it applies to these employees. 

The new rates are effective as of September 1, 1918. Back 
pay from January 1, 1918, not already paid out, will of 
course be based on the rate established in General Order 27. 
Under these supplements, the eight-hour day is established 
throughout for these employees, with overtime up to 10 
hours on a pro rata basis with time and one-half thereafter. 
Because of the situation resulting from General Order 27, 
it is impossible to estimate adequately at this time, how 
much of an increase in the operating expenses of the railroads 
these changes will total. ; 

The Supplements are as follows: 


Clerks and Miscellaneous Employees 


Supplement 7 to General Order 27 


Effective September 1, 1918, superseding General Order 27, 
and in lieu thereof, as to the employees herein named, the fol- 
lowing rates of pay and rules for overtime and working con- 
ditions for all clerical forces in all departments, and for certain 
employees in stations, storage or terminal warehouses, docks, 
storehouses, shops and yards, upon railroads under federal 
control, are hereby ordered: 


ARTICLE I.—RaTEsS oF Pay. 


(a) For all employees who devote a majority of their time to 
clerical work of any description, including train announcers, 
gatemen, checkers, baggage and parcel room employees, train 
and engine crew callers and the operators of all office or station 
equipment devices, (excepting such as come within the scope 
of existing agreements or those hereafter negotiated with the 
railroad telegraphers), establish a basic minimum rate of $62.50 
per month; and to this basic minimum rate and all rates of 
$62.50 and above, in effect as of January 1, 1918, prior to the 
application of General Order 27, add $25 per month, establishing 
a minimum rate of $87.50 per month. 

(b) This order shall apply td chief clerks, foremen, sub- 
foremen and other similar supervisory forces of employees 
herein provided for. 


(c) For office boys, messengers, chore boys and other em- 
ployees under 18 years of age filling similar positions, and 
station attendants, establish a basic minimum rate of $20 per 
month, and to this basic minimum rate and all rates of $20 per 
month and above, in effect as of January 1, 1918, prior to the 
application of General Order 27, add $25 per month, establishing 
a minimum rate of $45 per month. 


(d) For all other employees not otherwise classified, such as 
janitors, elevator and telephone switchboard operators, office, 
station and warehouse watchmen, establish a basic rate of $45 
per month, and to this basic minimum rate and all rates of $45 
per month and above, in effect as of January 1, 1918, prior to the 
application of General Order 27, add $25 per month, establishing 
a minimum rate of $70 per month. 

(e) The same increases provided for in Sections (a), (b), 
(c) and (d) of this article, shall apply to employees named 
therein paid on any other basis. 

(f{) The wages for new positions shall be in conformity with 
the wage for positions of similar kind, or class where created. 


rv 
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Articte II.—Srationary ENGINEERS (STEAM), FIREMEN AND 
Power House OILERs. 


(a) For all stationary engineers (steam), establish a basic 
minimum rate of $85 per month, and to this basic minimum rate, 
and all rates of $85 and above, in effect as of January 1, 1918, 
prior to the application of General Order 27, add $25 per month, 
establishing a minimum rate of $110 per month. 

(b) This order shall apply to chief stationary engineers. 

(c) For all stationary firemen and power house oilers, estab- 
lish a basic minimum rate of $65 per month, and to this basic 
minimum rate, and all rates of $65 and above, in effect as of 
January 1, 1918, prior to the application of General Order 27, 
add $25 per month, establishing a minimum rate of $90 per month. 


ArticLe III.—Locomorive BorLer WASHERS. 


For all locomotive boiler washers who were on January 1, 
1918, prior to the application of General Order 27, receiving less 
than 26 cents per hour, establish a basic minimum rate of 26 
cents per hour, and to this basic minimum rate, and all hourly 
rates of 26 cents and above, add 12 cents per hour, establishing 
a minimum rate of 38 cents per hour, provided that the maxi- 
mum shall not exceed 50 cents per hour. 


ARTICLE IV.—Power TRANSFER AND TURNTABLE OPERATORS. 


For all operators of power driven transfer and turntables who 
were on January 1, 1918, prior to the application of General 
Order 27, receiving less than 21 cents per hour, establish a 
basic minimum rate of 21 cents per hour, and to this basic mini- 
mum rate, and all hourly rates of 21 cents and above, add 12 
cents per hour, establishing a minimum rate of 33 cents per 
hour, provided that the maximum shall not exceed 45 cents 
per hour. o 


ArTIcLE V.—SuHop, RouNDHOUSE, STATION, STOREHOUSE AND 
WAREHOUSE EMPLOYEES (Except EMPLOYEES PROVIDED 
FOR IN Harsor AWARDS). 


(a) For all laborers employed in and around shops, round- 
houses, stations, storehouses and warehouses (except employees 
provided for in harbor awards), such as engine watchmen and 
wipers, fire builders, ashpitmen, boiler washer helpers, flueborers, 
truckers, stowers, shippers, coal-passers, coal chute men, etc., 
who were on January 1, 1918, prior to the application of General 
Order 27, receiving less than 19 cents per hour, establish a basic 
minimum rate of 19 cents per hour, and to this basic minimum 
rate, and all hourly rates of 19 cents and above, add 12 cents per 
hour, establishing a minimum rate of 31 cents per hour, provided 
that the maximum shall not exceed 43 cents per hour. 

(b) For all common labor in the departments herein referred 
to and not otherwise provided for, who were on January 1, 
1918, prior to the application of General Order 27, receiving less 
than 16 cents per hour, establish a basic minimum rate of 16 cents 
per hour, and to this basic minimum rate and all hourly rates 
of 16 cents and above, add 12 cents per hour, establishing a 
minimum rate of 28 cents per hour, provided that the maximum 
shall not exceed 40 cents per hour. 


ArticLE VI.—MonTHLy, WEEKLY or Datry Rates. 


For all monthly, weekly or daily rated employees, in the de- 
partments herein referred to, and not otherwise provided for, 
increase the rates in effect as of January 1, 1918, prior to the 
application of General Order 27, on the basis of $25 per month. 


ArticLeE VII.—Maximum MontTHLy WAGE. 


No part of the increases provided for in this order shall apply 
to establish a salary in excess of $250 per month. 


ArticLE VIII.—PRESERVATION OF RATES. 


(a) The minimum rates, and all rates in excess thereof, as 
herein established, and higher rates which have been authorized 
since January 1, 1918, except by General Order 27, shall be pre- 
served. 

(b) Employees temporarily or permanently assigned to 
higher rated positions, shall receive the higher rates while occu- 
pying such positions; employees temporarily assigned to lower 
rates positions shall not have their rates reduced. 


ArTICLE [X.—ExXCcEPTION. 


The provisions of this order will not apply in cases where 
amounts less than $30 per month are paid to individuals for 
special service which only takes a portion of their time from out- 
side employment or business. 


ArTICLE X.—Hours oF..SERVICE. 


Eight consecutive hours, eanteaing of. the meal ee shall 
constitute a day’s work. 
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ARTICLE XI.—QOVvERTIME AND CALLS. 


(a) Where there is no existing agreement or practice more 
favorable to the employees, overtime shall be computed for the 
ninth and tenth hour of continuous service, pro rata on the actual 
minute basis, and thereafter at the rate of time and one-half 
time. Even hours will be paid for at the end of each pay period; 
fractions thereof will be carried forward. 

(b) When notified or called to work outside of established 
hours employees will be paid a minimum allowance of three 
hours. 

(c) Employees will not be required to suspend work during 
regular hours to absorb overtime. 


ArTICLE XII.—PrROMOTION AND SENIORITY. 


(a) Promotions shall be based on ability, merit and seniority; 
ability and merit being sufficient, seniority shall prevail, except, 
however, that this provision shall not apply to the personal office 
forces of such officers as superintendent, trainmaster, division 
engineer, master mechanic, general freight or passenger agent, 
or their superiors in rank and executive officers. The manage- 
ment shall be the judge, subject to an appeal, as provided in 
Article XIII. 

(b) Seniority will be restricted to each classified department 
of the general and other offices and of each superintendent’s or 
master mechanic’s division. 

(c) Seniority rights of employees referred to herein, to: (1) 
New positions, (2) vacancies: will be governed by paragraphs 
(a) and (b) of this article. 

(d) Employees declining promotion shall not lose their 
seniority. 

(e) Employees accepting promotion will be allowed 30 days 
in which to qualify, and failing, will be returned to former posi- 
tion without loss of seniority. 

(f) New positions or vacancies will be promptly bulletined 
for a period of five days in the departments where they occur. 
Employees desiring such positions will file their applications 
with the designated official within that time, and an appointment 
will be made within 10 days thereafter. Such position or va- 
cancy may be filled temporarily pending an assignment. The 
name of the appointee will immediately thereafter be posted 
where the position or vacancy was bulletined. 

(g) In reducing forces, seniority shall govern. When 
forces are increased employees will be returned to the service 
and positions formerly occupied, in the order of their seniority. 
Employees desiring to avail themselves of this rule must file 
their names and addresses with the proper official, Employees 
failing to report for duty or give satisfactory reason for not do- 
ing so within seven days from date of notification will be con- 
sidered out of the service. 

(h) A seniority roster of all employees in each classified de- 
partment who have been in the service six months or more, 
showing name, date of entering the service and the date of each 
promotion or change, will be posted in a place accessible to those 
affected. 

(i) The roster will be revised and posted in January of each 
year, and shall be open to correction for a period of 60 days 
trom date of posting, on presentation of proof of error by an 
employee or his representative. The duly accredited representa- 
tive of the employee shall be furnished with a copy of roster 
upon written request. 


ArtTiIcLE XIII.—DIscipLInE AND GRIEVANCES, 


(a) An employee disciplined, or who considers himself un- 
justly treated, shall have a fair and impartial hearing, provided 
written request is presented to his immediate superior within 
five days of the date of the advice of discipline, and the hearing 
shall be granted within five days thereafter. 

(b) A decision will be rendered within seven days after 
the completion of hearing. If an appeal is taken it must be 
filed with the next higher official and a copy furnished the of- 
ficial whose decision is appealed within five days after date of 
decision. The hearing and decision on the appeal shall be 
governed by the time limits of the preceding section. 

(c) At the hearing or on the appeal the employee may be 
assisted by a committee of employees or by one or more duly 
accredited representatives. 

(d) The right of appeal by employees or representatives, in 
regular order of succession and in the manner prescribed-up to 
and inclusive of the highest official designated by the railroad, 
to whom appeals may be made, is hereby established. 

(e) An employee on request will be given a letter stating 
the cause of discipline. A transcript of evidence taken at the 
investigation ‘or on the appeal will be furnished on’ ‘request to 
the employee or representative. ZOU ED 92 

(f) If the final decision decrees that eee against the em- 
ployee were not sustained, the record shall be ‘cleared of -the” 
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charge; if suspended or dismissed, the employee shall be re- 
turned to former position and paid for all time lost. 

(g) Committees of employees shall be granted leave of ab- 
sence and free transportation for the adjustment of differences 
between the railroad and the employees. 


Article XIV.—RuLes ror APPLICATION OF -THIS ORDER. 


(a) It is not the intention of this order to change the number 
of days per month for monthly paid employees, The increases 
per month provided for herein shall apply to the same number 
of days per month which were worked as of January 1, 1918. 

(b) The pay of female employees for the same class of 
work shall be the same as that of men, and their working condi- 
tions must be healthful and fitted to their needs. The laws 
enacted for the government of their employment must be 
observed. 


ARTICLE X V.—INTERPRETATION OF THIS ORDER. 


The rates of pay and rules herein established shall be incor- 
porated into existing agreements, and into agreements which 
may be reached in the future on the several railroads, and should 
differences arise between the management and the employees of 
any of the railroads as to such incorporation, intent or applica- 
tion of this order prior to the creation of additional railway 
boards of adjustment, such questions of difference shall be re- 
ferred to the director of the Division of Labor for decision, when 
properly presented, subject always to review by the director 
general. 

Agreements or practices, except as changed by this order, re- 
main in effect. 


Maintenance of Way Employees 
SupPpLEMENT No. 8 To GENERAL OrpER No. 27. 


Effective September 1, 1918, superseding General Order 27, and 
in lieu thereof, as to the employees herein named, the following 
rates of pay and rules for overtime and working conditions for 
all employees in the maintenance of way department (except 
mechanics and helpers were provided for in Supplement 4, Gen- 
eral Order 27, and clerical forces), upon railroads under federal 
control are hereby ordered: 

ArTICLE I.—RaTeEs OF Pay. 

(a) For all building, bridge, painter, signal and construction, 
mason and concrete, water supply, maintainer and plumber fore- 
men, establish a basic minimum rate of $90 per month, and to 
this basic minimum rate and all rates of $90 per month and 
above in effect as of January 1, 1918, prior to the application of 
General Order 27, add $25 per month, establishing a minimum 
rate of $115 per month. 

(b) For all assistant building, bridge, painter, signal and con- 
struction, mason and concrete, water supply, maintainer and 
plumber foremen and for coal wharf, coal chute, and fence 
gang foremen, pile-driver, ditching and hoisting engineers, and 
bridge inspectors, establish a basic minimum rate of $80 per 
month and to this basic minimum rate and all rates of $80 per 
month and above, in effect as of January 1, 1918, prior to the 
application of General Order 27, add $25 per month, establishing 
a minimum rate of $105 per month. 

(c) For all track foremen establish a basic minimum rate of 
$75 per month, and to this basic minimum rate and all rates of 
$75 per month and above in effect as of January 1, 1918, prior to 
the application of General Order 27, add $25 per month, estab- 
lishing a minimum rate of $100 per month. 

(d) Rates of pay for all assistant track foremen will be five 
cents per hour in excess of the rate paid laborers whom they 
supervise. 

(e) For all mechanics in the maintenance of way and bridge 
and building departments, where not provided for in Supplement 
4 to General Order 27, who were on January 1, 1918, prior to 
the application of General Order 27 receiving less than 40 cents 
per hour, establish a basic minimum rate of 40 cents per hour, 
and to this basic minimum rate and all rates of 40 cents per hour 
and above, add 13 cents per hour, establishing a minimum rate 
of 53 cents per hour. 

(f) For helpers to all mechanics in the maintenance of way 
and bridge building departments, where not provided for in Sup- 
plement 4 to General Order 27, who were on January 1, 1918, 
prior to the application of General Order 27, receiving less than 
30 cents per hour, establish a basic minimum rate of 30 cents 
per hour, and to this basic minimum rate and all hourly rates 
of 30 cents per hour and above add 13 cents per hour, establish- 
ing a minimum rate of 43 cents per hour. 

(zg) For track: laborers and all other classes of maintenance 
of way labor not herein named, who on January 1, 1918, prior to 
the application of General Order 27, were:receiving less than 
16, cents per hour, establish a basic minimum rate of 16 cents 
per hour, and to this basic minimum rate and all hourly rates of 
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16 cents per hour and above, add 12 cents per hour, establishing 
a minimum rate of 28 cents per hour, provided that the maxi- 
mum shall not exceed 40 cents’ per hour. 

(h) For drawbridge tenders and assistants, pile-driver, ditch- 
ing and hoisting firemen, pump engineers and pumpers, crossing 
watchmen or flagmen, lamp lighters and tenders, add to the 
rate in effect as of January 1, 1918, prior to the application of 
General Order 27, $25 per month. 

(i) The wages for new positions shall be in conformity with 
the wages for positions of similar kind or class in department 
where created. 


ArTicLte I].—WEEKLy, MontTHLy or Datty RATES. 


For all monthly, weekly or daily rated employees in the de- 
partments herein referred to, and not otherwise provided for, 
increase the rates in effect as of January 1, 1918, prior to the 
application of General Order 27 on the basis of $25 per month. 


ArticLte II]_—Maximum MontHLy RATE. 
(Same as Article VII., Supplement 7.) 


ARTICLE 1V.—PRESERVATION OF RATES. 
(Same as Article VIII., Supplement 7.) 


ARTICLE V.—EXCEPTION. 
(Same as Article 1X., Supplement 7.) 


ARTICLE VI.—Hovurs oF SERVICE. 


Eight (8) consecutive hours, exclusive of the 


meal period, 
shall constitute a day’s work. 


ARTICLE VII.—OvERTIME AND CALLS. 
(Same as Article XI., Supplement 7.) 


ArTIcLE VIII.—ProMoTION AND SENIORITY RIGHTS. 


(a) Promotions shall be based on ability, merit and 
seniority. Ability and merit being sufficient, seniority shall pre- 
vail. The management shall be the judge, subject to an appeal, 
as provided for in Article IX. 

(b) The seniority rights of laborers as such will be restricted 
to their gangs; except where gang is abolished they may dis- 
place laborers in other gangs who are junior in service. 

(c) Except as provided for in Section (b) of this Article the 
seniority rights of employees referred to herein, to: (1) New 
positions, (2) vacancies: will be governed by Section (a) of 
this Article, and will be restricted to the maintenance division 
upon which employed. 

(d) Employees declining promotion 
seniority. 

(e) Employees accepting promotion will be allowed 30 days 
in which to qualify, and failing, will be returned to former 
position without loss of seniority. 

(f{) New positions or vancancies will be promptly bulletined 
for a period of five days at the tool house or in the department 
where they occur. Employees desiring such positions will file 
their applications with the designated official within that time 
and the appointment will be made within 10 days thereafter. 
Such position or vacancy may be filled temporarily pending as- 
signment. The name of the appointee will immediately there- 
after be posted where the position or vacancy was bulletined. 

(g) In reducing forces, seniority shall govern; foremen will 
displace other foremen who are their junior in service before 
displacing laborers. When forces are increased, employees will 
be returned to the service and positions formerly occupied in 
the order of their seniority. Employees desiring to avail them- 
selves of this rule must file their names and addresses with the 
proper official.. Employees failing to report for duty or to give 
satisfactory reason for not doing so within seven days from 
date of notification will be considered out of the service. 

(h) Employees furloughed for six months or less will retain 
their seniority. 

(i) A seniority roster of all employees in each classified de- 
partment, showing name, date of entering the service, and date 
of promotion will be posted in a conspicuous, accessible place in 
each roadmaster’s or supervisor’s office. The names. of laborers 
who have been in the service at least six months prior to date 
roster is posted or revised will be shown, with their relative 
standing, and the date they entered the service. 

(j) The roster will be revised and posted in January of each 
year, and shall be open to correction for a period of 60 days 
after. date posted on presentation of proof of error by an em-. 
ployee or representative. A copy will be furnished to each fore- 
man or duly accredited representative upon request. 


shall not lose their 


ArTicLeE I[X.—DIscrPLINE AND GRIEVANCES. 
(Same as Article XIII., Supplement 7.) 
ArticLe X.—GENERAL RULES. 
(a) For main line, branch line and yard section men, the 
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day’s work will start and end at point designated to report for 
duty at their respective sections or yards. 

(b) Employees taken from their regular assignment or outfit, 
to i temporarily elsewhere, will be furnished with board and 
lodging at the railroad’s expense. 

(c) Unless they so desire, except in emergency, employees 
shall not be transferred from one division to another. 


ARTICLE XI.—RvuLES FoR APPLICATION OF THIS ORDER. 
(Same as Article XIV., Supplement 7.) 


ARTICLE XII.—INTERPRETATION OF THIS ORDER. 
(Same as Article XV., Supplement 7.) 


Coach Cleaners 


The director general also issued an addendum to Supple- 
ment 4 to General Order 27, providing the following rates 
of pay and rules for coach cleaners: 


ArticLte I.—Rates oF Pay. 

(a) For coach cleaners who were on January 1, 1918, prior 
to the application of General Order 27, receiving less than 16 
cents per hour, establish a basic minimum rate of 16 cents per 
hour, and to this basic minimum rate and all hourly rates of 
16 cents and above, add 12 cents per hour, establishing a mini- 
mum rate of 28 cents per hour, provided that the maximum 
shall not exceed, 40 cents per hour. 

(b) All coach cleaners shall be paid on the hourly basis. 


ArtTIcLE I].—PRESERVATION OF RATES. 


(a) The minimum rates and all rates in excess thereof, as 
herein established, and higher rates which have been authorized 
_—, 1, 1918, except by General Order 27, shall be pre- 
served. 

(b) Coach cleaners temporarily or permanently assigned to 
higher rated positions shall receive the higher rates while occu- 
pying such positions; coach cleaners temporarily assigned to 
lower rated positions shall not have their rates reduced. 


Articte III.—Hours or Service. 


Eight consecutive hours, exclusive of the meal period, 
constitute a day’s work. 


shall 


ArticLtE IV.—OVvERTIME. 

(a) Where there is no existing agreement or practice more 
favorable to the employees, overtime will be computed for the 
ninth and tenth hour of continuous service, pro rata on the 
actual minute basis, and thereafter at the rate of time and one- 
half time. Even hours will be paid for at the end of each day 
period; fractions thereof will be carried forward. 

(b) Coach cleaners will not be required to suspend work 
during regular hours to absorb overtime. 

ARTICLE V.—APPLICATION. 


The rates of pay and rules herein established shall be incor- 
porated into existing agreements on the several railroads. 


Austrian Railways Seriously Crippled 


ULIAN GRANDE, writing to the New York Times from 
J Berne, Switzerland, on June 28, gives some interesting 
facts concerning the condition of the Austrian rail- 
ways. The following extracts are taken from his article: 
Now that the bread ration has been reduced to a little more 
than three ounces a day, it is not likely that the underfeed- 
ing of railway servants, which was so bitterly complained of 
in the Austrian Parliament at its Spring session, will im- 
prove. 

In the 1917 report of the Aussig-Teplitz line in Bohemia 
(twelve miles long only, yet of considerable importance), 
it was stated that iron, coal, sleepers, and lubricants general- 
ly cost from twice to four times as much as in 1913, and that 
even for so small a line $1,100,000 has had to be paid out 
in assistance to employees and for other causes due to the 
war. The total takings amounted to 8 per cent more than 
in 1916, but the total expenditure amounted to 23 per cent 
more, the railway being in consequence considerably on the 
wrong side in its finances. Moreover, it was complained 
that a very large number of trucks and carriages needed 
repairing, and there, was neither iohor nor material with 
vhich to repair.them. bo. 96. 
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Meanwhile the Austrian Southern Railway receipts for 
1917 are also on the wrong side by $2,661,540. This un- 
satisfactory balance sheet is attributed solely to the fact that 
the Southern Railway during 1917 was used more than ever 
for military purposes, including the transport of troops, who 
were, of course, carried at a very low rate, which did not en- 
able the company to cover its expenses. 

Negotiations are in progress between the Austrian and 
Hungarian government to raise this military tariff, and to 
make the rise date back to January 1 this year. Ordinary 
civilian traffic, of course, had to be pushed on one side in 
order to make way for troop transport. 

The traffic receipts of the Southern Railway amounted to 
about $150,000,000, or more than $10,000,000 in excess of 
the 1916 receipts; but the total receipts from all sources were 
less than those of 1916. Writing off was also heavy, and, 
in short, the company is considerably on the wrong side. 

The scarcity of paper has compelled the Austrian Ministry 
of Railways to limit the cardboard used for railway tickets 
by issuing on frequented stretches tickets half the ordinary 
size. In the last eighteen months Austrian railway fares have 
been twice raised, and in order to economize paper the invalid: 
tickets were each time called in, “ungiltig” (invalid) was 
stamped on them on one side, and the new fare on the other 
side. In the last year and a half the Austrian State Railways 
complain that they have had to print 400,000,000 tickets. 


Late News from Washington 


“Shipping Day” Committees 


S ANNOUNCED in the Railway Age of July 9, page 261, 
A the Car Service Section has established committees for 
the several regional districts to consider sailing day 
plans and the efficient handling of 1.c.]. freight. On Wednes- 
day, the Section issued a statement to the railroads in which 
it defined the duties of these committees as follows: 

These committees will, without delay, have a survey 
made covering 1. c. 1. freight forwarded for a period of at least 
10 days from all stations and jransfer points in their re- 
spective territories, and will institute “shipping days” and 
through car loading via one or more designated routes based 
on the following considerations: (a) Volume of traffic; (b) 
direct routing; (c) car conservation. 

The committee for each region will determine the routing 
on cars destined to points within the same region. 

The chairmen and such members of the regional com- 
mittees as may be designated by the chairmen will, with the 
Car Service Section, act as a general committee to determine 
the routing and adjust necessary matters affecting inter- 
region cars. 

Care must be exercised to prevent any undue advantage 
being given to one city or section as against a nearby com- 
peting city or section. 

The support of shippers, jobbers and various commercial 
organizations in each locality should be obtained for the 
detailed plans as adopted. 

As arrangements are perfected for each shipping center or 
distributing point, chairmen will furnish to the regional di- 
rector and to the Car Service Section, a detailed report show- 


ing: : 
(a) Number of additional through cars established. 
(b) Estimated increase in tonnage per car. 
(c) Estimated daily or weekly saving in equipment. 


The chairmen will advise the Car Service Section of op- 
portunities for improved loading through the back hauling 
of freight, particularly from far distant points, as for ex- 
ample freight from Boston, New York, or Philadelphia, des- 
tined to local points within a radius of one hundred miles 
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east of San Francisco, which might be loaded to advantage 
in through cars to San Francisco, involving but one in- 
termediate handling, as against several such handlings if 
loaded in cars carded to points east of San Francisco. 

As announced in detail in the Railway Age of: July 9, the 
chairmen of the regional committees are as follows: 


J. R. Kearney 


gtk ebane cr euneel Allegheny Region. 


CS I, acca cceeseneoesl Central Western Region. 
i Re Eastern Region. 

ae 9. ee ere ee North Western Region. 
Je, A. TaNROtt. 0. cscccccceccecees ' ocahontas Region. 
SERRE TEER Southern Region. 

Pie Me aaa obo east Game South Western Region. 


Interpretation of Wage Order 


For the purpose of affording prompt interpretations of all 
wage orders issued by the director general, the duties and 
authority of the Board of Railroad Wages and Working 
Conditions are extended by supplement 6 to General Order 
27, to include investigations and recommendations to the 
director general of interpretations of all such wage orders, 
when requested to do so by the Director of the Division of 
Labor. The supplement states that it should be understood 
by railroad employees that it is impracticable to give inter- 
pretation on exparte statement, to the thousands who request 
information as to the manner in which wage orders should 
be applied in individual cases. Operating officials of the 
railroads are required to place wage orders in effect fairly 
and equitably, and should differences of opinion arise neces- 
sitating a formal interpretation, the matter will be disposed 
of in the following manner: 

When a wage order is placed in effect in a manner with 
which an employee, or the employee’s committee disagrees, a 
joint statement quoting the language of the wage order, and 
including the contentions of employees and the contentions 
of officials, signed by the representatives of the employees and 
the officials, will be transmitted to the director of labor, who 
will record and transmit same to the Board of Railroad 
Wages and Working Conditions, which will promptly investi- 
gate and make recommendation to the director general. Upon 
the receipt of interpretation from the director general, the 
director of labor will transmit such interpretation to the Rail- 
way Boards of Adjustment for their information and guid- 
ance, in the application of such interpretation to existing 
conditions, or to questions arising from the incorporation of 
the order as so interpreted into existing agreements on all 
railroads under federal control. As occasion demands, all 
interpretations will be printed and given general publicity, 
for the purpose of communicating the information to all con- 
cerned, and thus avoiding the necessity of duplication of 
interpretations. 

On and after September 1, 1918, any disagreement he- 
tween the employees and the officials, over the application of 
any wage order, will be submitted to the director of labor, as 
outlined above, but in order promptly to dispose of all re- 
quests for interpretations previously presented to the division 
of labor, or to the Boards of Adjustment, such requests will 
be immediately recorded and transmitted to the Board of 
Railway Wages and Working Conditions by the director of 
labor. 

Nothing contained in the supplement revokes authority 
granted to the Division of Labor or Railway Boards of Ad- 
justment in determining disputes arising in connection with 
the application of interpretations of wage orders to existing 
conditions, or in connection with the incorporation of such 
interpretations into existing agreements. 


Division of Inland Waterways Created 
Director General McAdoo has announced the appointment 
of G. A. Tomlinson as director of the Division of Inland 
Waterways: of the United States Railroad Administration. 
The new division will be on an equal. plane with. the other. . 
principal divisions of the Railroad Administration. 


Under 
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-Mr. Tomlinson’s general direction will be the Erie canal, the 


Delaware and Raritan canal, the Cape Cod canal, the Mis- 
sissippi & Warrior waterways and any other inland. water- 
ways which may be taken under the control of the Railroad 
Administration in the future. 

Mr. Tomlinson at the present time is federal manager of 
New York and New Jersey canals under the Railroad Ad- 
ministration and also had been a member of the Inland 
Waterways Committee. The position of federal manager 
of New York and New Jersey canals previously held by him, 
will be filled in the near future. 

The director general called into conference on Wednesday 
the members of the Inland Waterways Committee, headed by 
Major General W. M. Black, which he appointed on Feb- 
ruary 16, 1918, and thanked them for their splendid work. 
He informed the members of the committee that since it 
had performed the work for which it was created, he had 
decided to relieve it of its duties and place the administrative 
supervision of the Inland Waterways under the control of the 
Railroad Administration, under the direction of Mr. Tom- 
linson. The Inland Waterways Committee has investigated 
a number of projects on which it has reported to the director 
general. In a number of instances these recommendations 
have been adopted by him and are now in effect. The di- 
rector general expressed particular appreciation of the con- 
scientious manner in which the members of the committee 
performed their duties. 


Increasing the Capacity of a Water 
Softener Without Enlargement 


By C. R. Knowles 
Superintendent Water Service, Illinois Central, Chicago 


shops of the Illinois Central was secured largely from 

two wells at the shops, although these wells did not 
furnish all the water required and it was necessary to pur- 
chase considerable water from the Waterloo Water Co. The 
waters from the company wells and from the city plant were 
both very hard, however, and caused a great deal of trouble 
and expense from scaling and other evils. In 1907 three addi- 
tional wells were drilled and a water softening plant was in- 
stalled. This softener was of the intermittent type with a ca- 
pacity of 12,000 gal. per hour. This installation dispensed 
with the purchase of water from the city and the softened 
water eliminated much of the boiler trouble and resultant 
engine failure due to bad water. 

The requirements for water increased from approximately 
300,000 gal. per day in 1907 to over 400,000 gal. per day 
in 1915, which was far in excess of the rated capacity of 
the softener. By utilizing a 100,000 gal. reservoir for the 
storage of untreated water it was possible to use a surface 
pump from the reservoir in filling the treating tanks as well 
as the deep well pumps. In this manner the time of filling 
the treating tanks was reduced from two hours to one hour 
and the capacity of the plant increased to about 14,000 gal. 
per hour. The consumption continued to increase, however, 
and in 1916 the capacity of the softener was again exceeded. 
Partly treated and milky water was pumped over to the road- 
side tank whenever the softener was operated in excess of its 
rated capacity. 

Plans were then made to increase the capacity of the 
softener, but it was found impossible to install additional 
tanks on account of the limited space. Moving the softener 
was practically out of the question on account of the heavy 
expense and lack of a desirable location; therefore, it was 
decided to leave the softener in the original location and in- 


Pr srops To 1907 the water used at the Waterloo, Iowa, 
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crease the capacity by converting it from an intermittent to a 
continuous type softener. 

The tanks are 25 ft. 6 in. in diameter with 18 ft. 6 in. 
staves, inside measurements, with a capacity of 71,000 gal. 


each or a combined capacity of 142,000 gal. By converting 
the plant to a continuous system it was found that the ca- 
pacity could be increased to 35,000 gal. per hour and allow 
four hours settling time, or the same as the intermittent 
system. As before stated, the space was very limited, there 
being no room to the west, north or south of the softener 
tanks and only a very limited space to the east which was 
utilized for the filters which were installed with the re- 
modeled softener. This necessitated putting the chemical 
mixing tank above, supporting it on top of the two main 
settling tanks. 

The original softener was typical of the average intermit- 
tent plant with two main settling tanks with agitators driven 
by bevel gearing from a shaft across the top of tanks. The 
power to drive the agitators was furnished by a small steam 
engine, and the lime and soda ash were mixed in a small 
tank located on the ground floor, the chemicals being elevated 
to the settling tanks by means of a steam jet pump. The 
softened water was drawn off from the top through floating 
outlet pipes. 
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was divided into three parts and each tank was provided with 


‘a Sludge box to prevent overloading the drain. 


The remodeled softener was equipped with filters, as the 


old system, which was not provided with filters, gave a great 
deal of trouble from milky water. 


The filter system con- 
sisted of two 10-ft. gravity sand filters located east of the 
softener in the only available space. A concrete clear water 
basin was constructed beneath the filters with a capacity of 
13,000 gal., as it was preferable to pump from the clear 
water basin rather than direct from filters. 

The work of rebuilding the plant and converting it to a 
continuous system was done by the International Filter Com- 
pany, Chicago. 


An American’s Observations 
On the Railways of Japan 


RAINS THAT ARE NEVER LATE, high grade labor that 
T earns $25 a month, all employees in uniform and 
discipline so severe that disobedience of the rules 
may result in a lengthy term in jail, are some of the character- 
istics of railway operation in Japan that were observed by a 



































In remodeling the old plant practically all of the old ma- member of the Russian Railway Service Corps. This ob- 
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Plans and Sections of Old and Revised Treating Plants 


terial was utilized. The roof was raised over the center of 
the tanks to permit the installation of the chemical solution 
tank and the chemical feeding equipment on top of the tanks. 
A mixing chamber 8 ft. in diameter was installed in the west 
tank with agitators driven in the same manner and with the 
same shafting as formerly used with the intermittent system. 
Also the lime and soda ash are weighed and delivered to 
the solution tank with the same equipment as with the inter- 
mittent system. A baffle wall was constructed through the 
center of the east tank and sludge removal systems were in- 


stalled in both tanks... The dtain from the old softener was _ 


long and the course uncertain, so the sludge removal system 


server had a week’s trip over the Japanese railways and has 
given an idea of his experiences in the following report: 

We covered about 2,000 miles of their lines and we were 
very agreeably surprised in what we found as to the general 
condition. While it is no doubt a truthful saying that rail- 
ways are never finished, we think the railways in Japan are 
as nearly finished as is possible and much more nearly so 
than any we have ever seen. Every bit of work that they do, 
whether on branch lines or main line, is. permanment.,. The 
road is all well ballasted with good clean gravel and crushed 
rock;power and equipment are in first-class condition, loco- 
motives are kept perfectly clean and-there is not a piece of 
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material of any kind or any grass or dirt on the right-of-way. 
They have fine station layouts and in the larger cities such 
as ‘Tokyo, Yokohama, Kobe and Osaka they have fine sta- 
tion buildings, the best of course being at Tokyo, the capital. 


We were shown through the private waiting rooms of the > 


Imperial family in that building and they are very gorgeous. 

They have miles and miles of rip-rap of dry masonry work, 
some of which has been in place for over 30 years and is as 
good now as the day it was laid. The drainage ditches are 
laid with stone, sliding cuts are faced with dry wall masonry, 
tunnels are all of two bore, one for each track, and are brick 
lined with portals faced with stone and well drained. On 
high fills they plant a tough grass which overcomes any 
running off of material with the result that the fills are as 
perfect as the day they were made. Left hand operation is 
used on double track. 

They have locomotives built in America, Germany, Eng- 
land and Japan. Those built in Japan are left hand, i. e., 
the engineer is on the left hand side. This is on account of 
the signals on double and single track being on the left hand 
side. 

They have no train despatchers, the same system as is in 
use in England ‘and Russia being used for movement of 
trains, i. e., station masters despatch trains from station to 
station by the use of the staff. The blocking is absolute, and a 
train having the staff can go either way. During our entire 
trip every train we traveled on was on time. If one makes 
inquiry at a station as to a train being on time it is consid- 
ered rather a foolish question, as they are always on time. 
Sidetracks are close together, averaging two and one-half 
miles apart, and every sidetrack has a day and a night station 
force. 


Labor at 30 Cents a Day 


_The station forces work 24 hours continuously and are 
then off for 24 hours. Train and enginemen work on an 
average of ten hours. 

Conductors are called guards. Salaries are very low, 
' engineers and conductors average 50 yen per month; firemen, 
brakemen and station masters, 30 yen; and station help 20 
yen (a yen being equal to 50 cents). Track, roundhouse 
and other labor average 60 sen per day; a sen being equal to 
our one-half cent. All employees are of course in the war 
department, as the railways are government owned and every 
employee is uniformed, even the common laborers. All ex- 
cept common laborers are furnished one uniform per year 
by the railway; laborers buy their own. Station master’s and 
guard’s uniforms cost 12 yen or $6 each. 

Engines of freight trains are rated on a car basis, and 
they have no system of tonnage; 40 cars is the maximum 
down mountains and 20 cars at all other points. The largest 
Mallet engines they have are of about 51,000 Ib. tractive 
effort, and their Consolidation engines about 30,000 Ib. trac- 
tive effort. ‘There are three classes of passenger cars, first, 
second and third, but there is very little first-class travel. 


Passenger Fares by Zones 


Passenger and freight rates are made up from zones, the 
rates being the same for the first 50 miles, the next zone 100 
miles, the next 200, the next 300 and the next 400 miles and 
all over. In other words you can travel for the same fare 
to a point 800 miles as to one 400 miles. 

All stations are equipped with gates for passengers 
who must show tickets before entering trains as no 
ticket collections are made on the train. When leaving the 
train passengers are required to pass out of a gate and tickets 
are taken yp by station master. There is no such thing as 
paying fare on the train. Stations are not called in pas- 
senger trains, but on stopping at a station members of the 
station force pass along the side of the cars on the platform 
and call out the name of the station. Station stops are not 
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as long as in the United States. Baggage is all handled in an: 
out of the cars through the windows and never through th. 


doors. They have a large force at each station whose dut; 
it is to take the baggage out of the windows. At the large 
stations they provide on the platform what they call toilet 
and which mean a wash room. These are all open, equipped 
with brass wash basins and hot and cold water. Passengers 
furnish their own soap and towels. When trains stop at 
these principal stations the passengers rush to these toilets 
and wash up. You will notice this especially at the first 
stop after a night run. We traveled part of the way on thei: 
train De Luxe which has eight cars and makes but few stops 
has an observation car, a full sized dining car and first and 
second class sleepers, the first class being compartment cars 
All of the sleeping car berths are single, a little too small for 
a large man, but very comfortable. 

In switching or giving signals a green and a red flag are 
used by day and a green and a red lantern by night. When 
the green is waving or moving the engine moves; immediately 
on display of the red they stop. This requires every switch- 
man to carry two flags in the day time and a combination 
lantern showing red on one side and green on the other at 
night. 

We saw but one coal dock, and this was very similar to 
the Great Northern type. At all other coaling stations the 
work is done by carrying the coal in small baskets which 
hold about 20 lb. In doing track work everything is sys- 
tematized, even to tamping for which they use a tamping 
pick. Section crews are all of an even number of men, 
usually six; one man does the singing and every man’s pick 
must hit the ballast at the same time. Rails are all laid 
with square joints. At every station they have a platform 
on each track where double tracked, and where they have a 
single track there is a platform passing siding so there is 
no such thing as passengers crossing tracks. In fact it is a 
violation of the law, which is rigidly enforced, to walk on 
or to cross over tracks. Where necessary overhead or under- 
grade crossings lead from the main station building to the 
opposite track. 


Severe Discipline 


In discipline everything is handled the same as in the 
army. Violations of rules or instructions are punished, first 
by dismissal from the service and then the Department of 
Justice steps in. The man is given a court trial and if they 
find him guilty he is given a penitentiary sentence. We 
learned of a case of an assistant station master, who was 
intoxicated, giving a train a staff while there was a train 
ahead in the block. A collision resulted, one or two em- 
ployees killed, and the assistant station master was given 
five years in the penitentiary. The result of this discipline 
is a very close observance of the rules and instructions, mak- 
ing it unnecessary to have traveling engineers or train mas- 
ters, auditors, inspectors, etc., as a man’ duty is all covered 
by instructions and he realizes that unless he performs his 
duty he will be taken to task by the court. They have divi- 
sion superintendents and master mechanics. 

Sizing up the entire railroad, including its operation, we 
think it is excellent. They handle a very heavy business 
and the people are well satisfied. Congress recently appro- 
priated four hundred million yen or two hundred million 
dollars for new lines to be built within the next ten years 
All of the railway officials want to start standardizing the 
gage as soon as it can be done, and I would not be surprised 
to see this started shortly after the close of the war. 





JAPANESE LOAN FoR NEw Rat_tway.—The July 11 issue 
of the Seoul Press says that a loan of 10,000,000 yen ($4,- 
980,000) from Japan, to be used for the construction of the 
Kirin-Hoilyong Railway, has been concluded. 
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Locomotive Stokers and Smoke Prevention’ 


With Careful Firing Lighter Fires Can Be Carried Which 
Permits More Perfect Combustion 


By W. S. Bartholomew 
‘President, Locomotive Stoker Company 


HE BURNING OF BITUMINOUS FUEL in locomotive fire- 
Tr boxes presents many problems that are not present in 
connection with either hand-fired or mechanically-fired 
batteries of boilers in stationary plants. In the first place, the 
conventional design of locomotive fireboxes is laid down on 
the basis of burning approximately 100 lb. of coal per square 
foot of grate area per hour, and this is often exceeded in 
actual service under severe conditions by 50 per cent; or, in 
other words, it is not unusual, under stress conditions, to find 
that 150 lb. of coal is consumed per square foot of grate area 
per hour in a locomotive firebox. In the second place, the 
load factor of a locomotive has such wide variations that it is 
practically impossible to keep the amount of smoke emitted 
from the locomotive stack down to what might be readily 
considered possible in stationary plants, as with a maximum 
horsepower of a locomotive requiring 100 lb. or more coal 
per square foot of grate area per hour, as just mentioned, it is 
necessary to build the fire up to the point where that amount 
of coal can be consumed to evaporate the necessary amount 
of water to secure maximum horsepower, and oftentimes just 
as this is accomplished the point is reached where it is neces- 
sary to shut off the power entirely and drift, or use very little 
of the capacity of the locomotive. It will readily be appre- 
ciated that such wide variation of power requirements makes 
it necessary to meet the smoke problem on locomotives burn- 
ing bituminous coal by intelligent handling on the part of the 
fireman, either when hand-firing, or mechanically firing, loco- 
motives. 

The prime purpose of the application of a mechanical 
stoker to locomotives at the present time is not along the lines 
of smoke prevention except in a few rare cases which I will 
mention later. For the purpose of comparison as between the 
general run of locomotives in service before mechanical 
stokers were applied in any number to the locomotives of 
today, I might say that the average tractive effort of loco- 
motives recently ordered by the United States Railroad Ad- 
ministration is practically double what it was when the Mas- 
ter Mechanics’ Association began to investigate the subject 
of mechanical stokers for locomotives. At that time the 
tractive effort of locomotives being turned out by the build- 
ers averaged about 33,000 lb., whereas today the average is 
about 60,000 lb. The Mallet locomotives now being de- 
livered to the Virginian are the largest Mallet locomotives 
ever built. They have a tractive effort of approximately 
160,000 Ib. and would not have been built had it not been 
possible to mechanically fire them. 

The 4,500 mechanical stokers which have been sold for 
locomotives to date are distributed over several classes of 
locomotives, beginning at approximately 50,000 Ib. trac- 
tive effort, and running to about 100,000 Ib., the largest 
number being on Mikados averaging about 55,000 Ib., the 
next largest on 2-10-2 locomotives averaging about 75,000 
lb. and the third in importance are the Mallets, averaging 
$5,000 lb. To date only about 25 stokers have been applied 
to switching locomotives and these mainly for the purpose of 
smoke prevention in the Chicago district by the Pennsylvania 
Lines West for use in transfer service, where the locomotives 
were worked to approximately their capacity, and where it 
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seemed necessary to do everything possible to reduce the 
smoke to the lowest possible minimum. 

On all these classes of locomotives which I have just men- 
tioned, the first consideration in applying the stokers was the 
supplying of the necessary amount of coal to produce the 
maximum horsepower when necessary to work such locomo- 
tives to their maximum capacity. The grate areas of these 
locomotives vary from 56 sq. ft. to about 100 sq. ft., and on 
the basis of the use of 100 lb. to 120 lb. of coal per square 
foot of grate area per hour, these locomotives consume from 
6,000 to 12,000 lb. of coal per hour of ordinary quality, and 
in the districts where very low-grade fuel is used, the coal 
consumption runs from 7,000 to 15,000 lb. of coal per 
hour. 

It will be readily seen, therefore, that many of these loco- 
motives require more coal than can either conveniently or 
readily be put into the firebox by hand with the scoop 
through the ordinary firedoor, even if the fireman were the 
most expert obtainable, and had the physical stamina to per- 
form the work through any extended period. The use of 
mechanical stokers on such locomotives, therefore, became a 
necessity rather than a desirability, even though a humani- 
tarian purpose was accomplished by their application. . 

In the writer’s judgment, the second important considera- 
tion in connection with the application of mechanical stokers 
to locomotives comes in connection with the use of lower 
grade fuel than can readily be used for hand-firing. This 
lower grade fuel is not always represented by a less number 
of B.t.u’s. per pound, although this is often the case. The 
firemen very often complain of “poor coal” on trips’ where 
the results are not all that might be expected, when the coal 
is of excellent quality, but either fine in size, or wet. In 
other words, when slack coal is supplied for hand-firing pur- 
poses, the firemen usually complain of “‘poor coal.” 

Several of the first large applications of mechanical stokers 
to locomotives were made on the Chesapeake & Ohio, Norfolk 
& Western, Baltimore & Ohio, and Chicago, Burlington & 
Quincy, where slack coal was available for locomotive fuel 
but had not formerly been used for that purpose on account 
of the objections of the firemen to the use of slack coal for. 
hand-firing. At the time of the first application of the 
stokers there was a sufficient difference between the price of 
slack coal and lump coal used for hand-firing to make up for 
any difference in economy which comes from the use of slack 
coal under the varying conditions of locomotive firing. At 
the present time, however, with the present fuel shortage, 
there is not the economy in the use of slack coal that existed 
at the time when mechanical stokers were first applied for 
the purpose. of using slack coal. It remains true, however, 
that in the districts where low-grade fuel is used, especially 
in the lignite and semi-lignite districts where the B.t.u’s. are 
often as low as 9,500 and the amount of ash is as high as 21 
per cent, it has been found possible to use coal for locomo- 
tive fuel, by mechanically firing it, that would not otherwise 
be available for that purpose. 

The use of the stoker makes it possible for the fireman to 
watch his fire and give time to the removal of the ashes, pay 
attention to the grates, and, of course, there being no limit to 
the amount of coal which can be supplied by the stoker,- the 
extra amount of coal required on account of the low quality 
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does not bring hardship upon the fireman, as would be the 
case with hand-firing. 

Within the past three or four weeks a large number of 
mechanical stokers have been put in service on the Atchison, 
Topeka & Santa Fe, where all locomotives had formerly been 
hand-fired, and the question came up immediately as to 
whether slack coal could be used when the ordinary coal used 
for hand-firing was not immediately available; the following 
quotation, from a report of the mechanical expert instructing 
the enginemen in the use of the stoker, will be of interest: 

The writer asked the roundhouse foreman for a tank of Frontenac slack, 
which was taken at Argentine. There was not a piece of coal as large as an 
apple on the tank. The firemen are complaining about this coal on hand. 
fired engines. It is almost impossible to keep a hand-fired engine hot with 
the slack coal. We did not have any trouble maintaining steam pressure. 
There was about 6 in. of fire on the grates on our arrival at Marceline. 
This fire could be cleaned in ten minutes. Mr. Petet, the fireman, did a 
creditable job of stoker firing. He was more than pleased to witness the 
operation of a machine that would feed slack coal to the firebox fast 
enough to maintain maximum steam pressure. 


With further reference to the use of mechanical stokers in, 


connection with low-grade coals for locomotive fuel, I beg 
leave to quote a few paragraphs from Technical Paper No. 
80, issued by the Department of the Interior, Bureau of 
Mines, which particularly commends this method of firing 
which comes with the use of mechanical stokers, particularly 
of the over-feed type: 

“Soft or bituminous coal should be fired in small quanti- 
ties and at short intervals, the quantity that should be fired 
varying with the size of the grate and the intensity of the 
draft. 

“Small and frequent firing makes the coal supply more 
nearly proportional to the air supply, which in most hand- 
fired furnaces is nearly constant. They also reduce the 
formation of crust on the fire and the chance of holes in the 
fuel bed. With small and frequent firings better combustion 
is obtained. 

“When a fresh charge of bituminous coal is spread over 
an incandescent fuel bed, the coal is heated rapidly, and 20 
to 40 per cent of the combustible matter is distilled off in the 
form of gases and tar vapors. ‘This distilled combustible 
matter requires for its combustion additional air. It can be 
readily understood that the heavier the charges, the larger 
amount of volatile combustible driven off two to five minutes 
after firing. ' 

“To burn the volatile combustible, about 15 times its 
weight of air needs to be supplied. Therefore, immediately 
after firing, a large quantity of air should be admitted over 
the fire, and this quantity should be gradually reduced as the 
distillation of the volatile combustible nears completion. The 
larger the quantity of fresh coal fired at a time, the larger the 
volume of air needed for the complete combustion of the vol- 
atile matter. 

“An ideal case is the one in which the coal is fed into the 
furnace constantly and at a uniform rate, as is done with 
some mechanical stokers. The coal supply is then as uni- 
form as the air supply.” 

In hand-firing, it is customary, of course, for the fireman 
to put in a fire, and while general instructions are given to 
fire frequently as being the best practice, all are familiar 
with the fact that it is common practice to fire several scoops 
of coal at a time, and then close the door for a few minutes 
until that quantity of coal is consumed. This saves the 
fireman from the heat incident to the constant opening of the 
firedoor and permits periods for rest and observation of 
signals. 

The next consideration in importance in connection with 
the application of mechanical stokers has to do with the use 
of one fireman on locomotives.of the size above mentioned 
as compared with the necessity for two, and in some cases 
three firemen on long distances. There has been much dis- 
cussion between the firemen and the railroad companies dur- 
ing the past six or eight years as to the necessity of two 
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firemen or relief men on certain classes of locomotives, and 
while this has not had an important bearing upon the de- 
velopment of mechanical stokers for locomotives, it is one of 
the considerations, particularly in certain districts where large 
number of locomotives are used which would come well 
within the limits of size of locomotives on which the firemen 
have asked for assistance either on account of the low-grad: 
fuel or the large size of the locomotives. 

On the lines of one of the large railroads in the extrem 
Northwest both of these conditions existed. The coal avail 
able locally for locomotive fuel is of very low grade and hig! 
in ash content and the locomotives in ore service and over th« 
mountains all exceed 60,000 lb. tractive effort. Many of 
these locomotives were put in oil-fired service for the relief ot 
the firemen, and where oil was not available for locomotiv: 
fuel stokers have been applied to nearly 400 locomotives o1 
this road, thus saving to the railroad the expense of relief 
men and making it possible to use low-grade local fuel. 

The following quotation from another report of operatioi 
conditions illustrates a concrete case of what is accom- 
plished in this direction by the application of stokers: 

“We were pushing a Frisco Santa Fe engine. This 
engine hasn’t any stoker and had two firemen out of Prince- 
ton to Elmore, and got two relief firemen out of Elmore to 
top of Spark Gap Mountain, making this engine cost $14 for 
the trip of 70 miles. If it had been stoker-fired, it would 
cost $3.50 for the 70 miles and the overtime after eight 
hours, so you can see the cost of the large, hand-fired loco- 
motives.” 

The division in this instance was of such length that not 
only was one relief fireman necessary on this particular loco- 
motive but two were required before the end of the division 
was reached. Of course this is an extreme condition and 
I only quote from. it to illustrate that phase of the stoker 
proposition. 

Another important feature in favor of stoker-fired locomo- 
tives is that they carry a much thinner fire than hand-fired 
locomotives. This contributes to better combustion, for the 
reason that air supply will more readily reach the firebox 
through the grate openings, rather than through the door as 
in hand-firing, and the air will be heated more readily in 
going through the fire. This light fire also saves delay at 
terminals as less time is required to clean the fire. 

The stoker must eventually also have the effect of in- 
ducing a better class of men to take up the locomotive firing 
trade, and at the present time it is noticeable that less extra 
men are required and less difficulty is experienced in hiring 
new men for firemen on divisions of railroads where 
mechanical stokers are in use than on hand-fired divisions. 
Certain railroad officers consider this phase of the stoker 
problem of very great importance. 

Most of these considerations have to do with the smoke 
prevention problems, as when the firemen are able to give 
proper attention to the fire without physical exhaustion much 
can be accomplished in the matter of prevention of smoke. 

The wide variation of coal consumption requirements of 
the locomotives have been the problems which have had to be 
met in connection with the development of mechanical stokers 
for locomotives. ‘That these problems have been met must 
be apparent, as the United States Railroad Administration 
has ordered mechanical stokers for application to all locomo- 
tives now being built which have a tractive effort of 50,000 
lb. or over, and mechanical coal passers have been ordered 
for the smaller locomotives. 

Most of the members of the Smoke Prevention Association 
will come in contact with many of these locomotives, espe- 
cially in connection with their operation within the city limits 
of our large cities, and I wish to state that during the past 
five or six years the smoke problems of such districts as the 
cities of Washington, Baltimore, Chicago, and other places, 
have been met by mechanically-fired locomotives in a ver! 
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satisfactory way. So far as the writer knows, there have 
been no fines imposed for excessive smoke on stoker-fired 
locomotives in any of these districts. 

Stoker-fired locomotives were first withheld by the Balti- 
more & Ohio from the city limits of Washington because they 
used slack coal and there was a possibility of their making 
smoke; as the firemen became accustomed to handling these 
engines and carried a light fire, feeding a small amount of 
coal regularly, it was found that the stoker locomotives 
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could be used without violation of the smoke ordinances. 

Mechanical stoking of locomotives raises the efficiency of 
the locomotive by increasing its earning power, raises the 
efficiency of labor, lessens the arduous physical labor and 
suffering of the fireman, and at the same time lifts the grade 
of his employment, and has great possibilities along the lines 
of the use of lower grade fuel. By the carrying of thinner 
fires much can be accomplished in the way of smoke 
prevention. 


Meeting of the National Industrial Traffic League 


How the Large Shippers of the Country Feel Toward the 
New Management of the Railroads 


lar summer meeting at Hotel Lafayette, Buffalo, N. Y., 

on Thursday and Friday, August 29 and 30, with about 
200 members in attendance. President G. M. Freer occupied 
the chair, and E. F. Lacey, assistant secretary of the League, 
served as secretary of the meeting. Luther M. Walter, assist- 
ant to the director of public service and accounting, United 
States Railroad Administration, was present, and the first 
business of the opening session was to listen to him while he 
explained the attitude of the Administration toward shippers 
and the multifarious problems of freight transportation, and 
answered questions put to him by the traffic men. He said 
that the prime objective of the Administration would be to 
disturb existing conditions and relations as little as possible. 
Nevertheless many practices have been changed funda- 
mentally. Shippers could be assured that existing troubles 
were not falling wholly on their side of the fence; railroad 
men, too, have anxieties about the future. 

The participation of shipping representatives in local com- 
mittees of railroad freight officers has worked well thus far, 
and if it continues to afford satisfactory results the shippers 
can expect still further recognition. The railroad officers 
have received explicit instructions, sent out jointly by Mr. 
Prouty, director of public service, and Mr. Chambers, director 
of the Division of Traffic, and the public is to be taken fully 
into the confidence of the Administration. Frank confer- 
ences, animated by the spirit of give and take, will bring sat- 
isfactory results. Compromises may be necessary, sometimes; 
it is a duty to take up all controversies in a broad spirit. 

Protests against excessive or unreasonable freight rates will 
be taken before Director Prouty. Every one presenting a pro- 
test should take care to get intelligent and lucid local back- 
ing; that is to say, take care that the complaint is really 
representative. When a decision is reached at Washington 
concerning any change in freight rates it is proposed that it 
shall be made public, promptly, in such a way that all inter- 
ested shall be fully informed. A citizen may go to a freight 
committee in his own locality even if his grievance is in a 
distant state. The local committee will communicate with 
the remote committee, as may be necessary; and it may com- 
ment on the grievance or complaint if its opinion is perti- 
nent. Claims for reparation will probably be referred in all 
cases to the Interstate Commerce Commission. 

Local committees will, in no case, make final decisions as 
to rates; and their decisions will not be sent to Washington 
without first having been fully considered in conference with 
shipping representatives. 


Ts NATIONAL INDUSTRIAL TRAFFIC LEAGUE held its regu- 


Demurrage Problems 


Rule 6 of the demurrage code was the first committee topic 
taken up for discussion. This rule imposes a charge on cars 


received from switching lines and delayed because delivered 
without billing. Complaint has been made that cars loaded 
and sent out after 6 o’clock at night are penalized by this 
rule, after 7 o’clock the next morning, the trouble being that 
the railroad had no office open to receive the shipping in- 
structions. The meeting approved the suggestion of the com- 
mittee that the government be asked to extend the free time, 
in cases like this, until noon of the next day. 

The League also approved the recommendation of the 
committee that carriers be asked to send arrival notices by 
first-class mail, which now is no more expensive than postal 
cards, the rate being two cents alike on sealed letters and on 
postal cards. A principal reason for the recommendation is 
that first-class mail, if misdirected, will be returned to the 
sender, which is not the case with postal cards. 

Considering certain claims of inequitable operation of the 
rule for modifying demurrage charges when cars are bunched 
on the road and come in too fast for the consignee, the meet- 
ing approved the proposition that claims on account of 
bunching ought to be received by the carrier within 30 days, 
not 15 days as at present, and that the same time should -be 
allowed in the presentation of claims for refund on account 
of weather interference. 

Recent changes in the regulations for the application of the 
average agreement in the assessment of demurrage charges 
were briefly discussed. Heretofore, the proprietor of a grain 
elevator could make such an agreement covering all cars com- 
ing into his elevator regardless of the name to which such 
cars might be consigned, but the rules as they now stand have 
substituted the word “consignee” in place of the word “re- 
ceiver” so that it is questionable whether the proprietor of an 
elevator could make an agreement binding on consignees 
sending cars there (addressed to themselves) and desiring 
that they be not included in the average agreement. It was 
voted, as the sense of the League, that the receiver of the cars, 
that is, the proprietor of the elevator, should be allowed to 


‘enter into such an agreement on behalf of shipments ad- 


dressed to various consignees; and to do so in behalf of all 
shippers or consignees patronizing his elevator, or only a 
part of them. ‘The view was expressed that possibly the 
average agreement is not a desirable thing at grain elevators; 
but it was pointed out that without this the independent 
elevator is discriminated against by elevators owned by rail- 
road companies at which no demurrage regulations apply. 


Conditions in the Express Business 


The report of the committee on express traffic dealt with a 
dozen different subjects, but mostly in the way of informa- 
tion only. A complaint that the express companies would 
not absorb switching charges on a shipment which constituted 
a carload, and which was destined to a plant just outside the 
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regular wagon-delivery limits, was discussed by the meeting 
at some length, but the consignee was told in effect that he 
would have to make his own fight. Each such case must be 
decided on its merits; and it is not likely that the Interstate 
Commerce Commission would require an express company 
to deliver goods outside its regular and reasonable territorial 
limits. As to the recent general increase in express rates the 
only consolation offered was that probably another increase 
would be made before long. 

Delays in settlement of claims against the express com- 
panies continue to be a cause of grievance, but no better ad- 
vice was forthcoming than that each claimant should press 
his claim, especially if it be an old one, keeping it persistently 
before the highest officers of the carriers. 

In the discussion of difficulties in tracing express ship- 
ments, and particularly where it is desired to trace by tele- 
graph, the fact came out that express offices in New York 
city are now forwarding packages without any waybill except 
that which is pasted to the package. Records of the passage 
of shipments through junction or transfer points appear to 
have been entirely abandoned. 

Shippers who have complained of the rules of the express 
companies in regard to packing freight have been told by the 
Administration that a thorough revision of these rules is now 
being made and that the changes will probably soon be laid 
before the Interstate Commerce Commission for approval. 
It was voted that the committee co-operate with the express 
companies in this matter and also ask the Interstate Com- 
merce Commission to give a hearing on the subject. 


Sale of Unclaimed Freight 


The Freight Claims Committee reported on general order 
No. 34, of the director general, ordering the sale of non- 
perishable freight, refused or unclaimed, when it has been on 
hand sixty days. No provision is made for notifying the 
consignor, although a clause in the*uniform code of storage 
rules requires notice to be sent if the shipment is plainly 
marked with the sender’s name. It was resolved that when 
freight is refused, the shipper ought to be notified at once, 
and where unclaimed the notice should be sent 15 days after 
arrival and notice to consignee; and the committee was in- 
structed to endeavor to have this change made. In the new 
classification used by the express companies there is a specific 
requirement that when freight is refused, the consignor, 
if known, shall be notified at once; and this classifica- 
tion has been approved by the Interstate Commerce Com- 
mission. 

Concealed Loss and Damage 


The Railroad Administration has made, or is preparing, a 
rule cutting off all claims for concealed damage. A letter on 
the. subject was sent out from Washington some time since, 
and freight claim agents have already stiffened up and are 
looking with increased disfavor on all claims for concealed 
loss or damage. It was voted that a committee should at once 
seek a conference with the Railroad Administration, with a 
view to securing the adoption of reasonable and just rules for 
dealing with claims of this character; and the committee was 
also instructed to take up the question of claims for losses of 
coal, coke, ore and live stock; or, if the executive committee 
should find it desirable, separate committees will be ap- 
pointed for each class of claims. 

A number of members spoke of the large number ef claims 
now pending, aggregating many thousands of dollars in 
amount; and emphasized the importance of urging the Rail- 
road Administration to take action. 


Double Carloads; Freight Office Practices 
The car service section of the Railroad Administraticn has 


issued instructions concerning the loading of two carload lots 
in a single car, and the League has circulated these instruc- 
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tions; but the executive committee now recommends that the 
restrictions as to loading, in the same car, two loads for points 
not on the same line, should be modified; so that a shipment 
off the direct line may be put into the same car with another 
provided the detour does not take the car aside more than 15 
per cent of the total distance, with a maximum side trip of 
50 miles. This recommendation the League adopted. 

The establishment of service bureaus to take the place of 
the off-line freight offices formerly maintained, was discussed 
by a number of members. The fact was brought out that such 
bureaus are already in operation at Kansas City, and at San 
Francisco. At Chicago it is expected that local agents will, in 
some cases, represent roads which formerly had no repre- 
sentation in Chicago. At Kansas City the working of the 
scheme is not yet entirely satisfactory, and the shippers are 
proposing to ask that the initial carrier be made responsible 
in the matter of giving rates, etc., as if it were actually an 
agent of the remote road. Shippers in Chicago and else- 
where will recommend that uniformity in representation be 
maintained, as far as practicable; for example, if the Boston 
& Maine is represented by a certain road in Chicago, it is 
desirable that it be represented by the same road in St. Louis. 

Whether or not the Administration will establish these 
Information Bureaus at all places where, heretofore, foreign 
lines have had representation is not yet certain. In Chicago 
the Pennsylvania, the New York Central, and the New York, 
Chicago & St. Louis, maintain efficient information bureaus, 
and shippers desiring information get satisfactory service; 
and it was voted that the government be asked to inaugurate 
similar satisfactory service everywhere. 

General Order No. 25 of the Railroad Administration 
requiring payment of freight charges on delivery of goods 
was briefly discussed. The committee suggested that an) 
member having a grievance in this connection should present 
it fully at the next meeting of the League. In Chicago man 
business men look unfavorably on the proposal for a con- 
solidated collection bureau. It was finally voted that a 
circular be sent to all members of the League calling for their 
experiences during the month of September; and that the 
information thus obtained be summarized and sent to the 
Division of Public Service. 

The general advance in freight rates has been under con- 
sideration by the traffic bureaus in all of the principal cities 
for several weeks past, many inequalities in tariffs having 
been discovered, calling for conference between the railroads 
and shippers. H. C. Barlow, representing Chicago shippers, 
and J. C. Lincoln, representing those of New York City, have 
spent nearly the whole of their time for many days on thes: 
committees. Mr. Barlow reported that thus far the recom 
mendations of the conferees at Chicago have been approved 
in Washington. The railroad officers are as keen as an) 
shipper to correct all inequalities and hardships. Members 
of the League having grievances should formulate them and 
make them known. 


Bills of Lading 


The report of the committee on bills-of-lading disclosed 
that the recent ruling that the legend “United States Rail 
road Administration,” etc., should be printed or stamped on 
every bill-of-lading, had resulted in a good deal of friction 
at many places. The Administration seems to have issued 
its order without full appreciation of the fact that in man) 
cases a large shipper desires to print a single form of bill for 
use in sending freight over a dozen different railroads; and, 
according to the strict letter of the regulations, as at present 
interpreted, this weuld require him to have a dozen different 
rubber stamps. One member complained loudly because th: 
Administration leaves each railroad to exercise its own judg 
ment ‘n matters of this kind; he would have more specifi 
regul-t'cns formulated in Washington. Another member sug- 
cestcd thet in view of the number and variety of rubbe: 
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stamps now required by the freight department, it would be 
well for the government to take over and operate all rubber 
stamp factories in the country. A committee was instructed 
to take up the matter with the Administration at Washington. 


Side Track Agreements 


The report of the special committee on railroad leases and 
side track agreements was briefly discussed. In March last, 
the League had taken action looking to the presentation of 
arguments before the Interstate Commerce Commission, but 
before anything was done the Railroad Administration took 
up the matter; and the Division of Operation and the Di- 
vision of Law have now promised that a fair clause shall be 
adopted. Director Prouty of the Division of Public Service 
has proposed that in handling claims for personal injuries, 
the lessor (the railroad) shall be liable fully to the lessee, and 
the lessee liable fully to the lessor, each for damage to the one 
caused by the other; but the lessee shall be liable for damage 
to property of third parties except where the lessor is plainly 
at fault. This was approved by the League in 1916, and the 
same is now reaffirmed. 


Miscellaneous Matters 


There was a brief discussion of complaints that joint 
freight rates, in which a road not under government control 
is interested, are now inequitable, in many cases, because of 
the recent general change in tariffs; and the president was 
instructed to at once present these complaints to the Adminis- 
tration at Washington. 

On recommendation of the freight claims committee, it 
was voted that the director of public service be requested to 
instruct all carriers that it is their duty to sign bills-of-lading 
bearing a notation that damages will result from unreason- 
able delay. Claims for damages on account of unreasonable 
delay have been refused on the ground that the carrier had no 
notice that unreasonable delay would cause damage. 

At Youngstown, Ohio, and presumably at other places, it is 
proposed to consolidate freight houses and to arrange that all 
l.c.l. freight, for example, destined to Cleveland, be sent over 
one road; this in lieu of having sailing days on the several 
roads. It was brought out that in a case of this kind the 
consignee might have special reasons for favoring one road, 
and objection to another; and that, therefore, consignees 
should have a chance to make their wishes known before the 
adoption of such a scheme. 

The policy of the post office department in adjusting claims 
for loss and damage in the parcel department came in for 
some criticism. It was voted that the post office department 
should be asked to apply in this department the same prin- 
ciple as that in vogue among common carriers. 

The Division of Traffic has promised to simplify tariffs 
for extra baggage, especially those for transportation over 
two or more roads. 

The president announced that, at the request of the Ship- 
ping Board, he had appointed a committee of fourteen on 
merchant marine. The chairman of this committee is J. C. 
Lincoln, manager of the traffic bureau of the Merchants’ 
Association, New York City. 

Among the visitors present at this convention was James E. 
Walsh, of Toronto, representative of the Canadian Manu- 
facturers’ Association, who, being invited to speak, presented 
the greetings of his constituents and expressed his apprecia- 
tion of the value of the League. The Canadian government 
has virtually taken control of the Canadian Northern and 
the Grand Trunk Pacific, and there is a considerable senti- 
ment toward taking over other roads. Mr. Walsh thought, 
from what he had heard in the two days of the meeting, that 
the merchants and manufacturers of the United States would 
not have much to say in favor of government operation. 

On motion of F. B. Montgomery, manager of the traffic 
department of the International Harvester Company, it was 
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voted that the president of the League should write to Direc- 
tor General McAdoo, setting forth the desirability of appoint- 
ing a representative of the shippers of the country as a mem- 
ber of his advisory board; for only a person familiar by expe- 
rience with the merchants’ and manufacturers’ side of freight 
traffic problems can be sufficiently versed in details properly 
to present that side of many important questions. 

The annual meeting of the League is to be held at Cin- 
cinnati in November. 


Conveyor Scheme for Handling 
New York City’s Package Freight 


HE CONSTRUCTION OF THREE TUNNELS under the Hud- 
T son river between the railway terminals in Jersey City 
and Manhattan Island for vehicular traffic with pro- 
vision for two conveyors on each side of each tube to trans- 
port l.c.] freight, is the latest solution proposed for the pack- 
age freight handling problem of New York City. This plan 
was described at a meeting of the American Society of 
Terminal Engineers in New York on May 21, by M. A. 
Long, assistant to the chief engineer of the Baltimore & Ohio. 
The essential details of this novel plan, as outlined by Mr. 
Long, are contained in the following abstract of his paper. 

The tunnels should be designed for the use of vehicles of 
all kinds. In order to allow gasoline motors to be used, 
ventilating fans could be placed in the tunnels on each side 
of the river. These fans would be connected to ducts placed 
in the ceiling and side walls. 

The tunnels should be so designed that there would be 
space for two conveyors approximately 10 ft. high and 10 ft. 
wide on each side to carry package freight between Jersey 
City and Manhattan. These conveyors would be run in 
either direction in taking freight from Jersey to New York 
and from New York to Jersey. Any package too large or too 
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Enlarged Plan of the Pier and Warehouse Units 


heavy for the conveyors would be hauled through the tunnel 
by trucks or teams. 

Ninety per cent of the package freight destined to and 
from New York could be handled by the conveyors. They 
can be designed to carry a load equivalent to that usually 
placed on warehouse floors and they should be built in sec- 
tions with individual drives to each and with a master con- 
trol for all, the package tunnel to be patrolled while in opera- 
tion. Each conveyor will carry approximately 1,250 tons per 
hour, four conveyors per tunnel, therefore, would carry 2,500 
car loads in 10 hrs., figuring 20 tons per car. Based on 
this capacity, three conveyors, which is one less than the 
capacity of one tunnel, could handle more than the present 
estimated daily package tonnage to and from New York City 
while the total scheme will provide a capacity equal to four 
times that amount based on a working day of ten hours. 
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Working two shifts, eight times the present tonnage could 
be handled. 

The layout on the Jersey side should include a system of 
warehouses parallel with the river; receiving platforms at the 
rear and at right angles to the warehouses could be fitted 
with conveyors to handle the freight from cars to warehouses 
or piers and to feed the main conveyors in the tunnel. The 
export piers will be located in front of and at right angles to 
the warehouses. In constructing the tunnels a pier will be 
built with them in such a manner that it will span the tunnel 
and provide the necessary space in which the tunnel can rise 
to the ground surface; and in this manner no river frontage 
would be sacrificed. 

It has not been the custom to build warehouses over piers, 
but there is no reason why we should not do so when the 
foundations rest on rock or hard pan. The additional ex- 
pense necessary to provide foundations to support an eight 
or ten-story warehouse will be no greater here than on any 
of the adjacent lots on shore, where the initial foundation for 
the pier is considered. Therefore, the scheme has been de- 
veloped to show warehouses over the piers; these warehouses 
to be built narrower than the pier proper to allow room for 
ships’ tackle; the platform alongside the piers to be separate 












JerseY 
B \ y 
\ 
; | gl 
‘ q WSs ey J 
4 ( \\; @,  HvosoN si€§ SI Aver 
E ile \ Mew York \ 3 is 1 
\ \é New Jersey be MTT MMM 
\\ 2) CW ETSY, 000001) 
Hodson —\\,SytR Tunnel wy Man) OL 
Manhattan Tunnels, \ \\ a Sel) Pe 
\ 3334753> 2532 25~3 3 
ESR oeaN) ie) aX” 
wernt BN z ai Wy 
3 ug3 4333245 \ 
r 1 01493) a York 0 aie 
WII) New Scale in Feet 
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from and yet a part of the pier. The platforms will be built 
of timber so designed that they will act as fenders for the 
‘main structure and take the initial shock. 

This same scheme should be carried out on the New York 
side of the river, except for the long receiving platforms. 
These would not be necessary as the plan eliminates the 
necessity for freight tracks and freight cars in New York 
City. The conveyors could run to warehouses on the East 
side of West street or similar streets and teams would make 
delivery from these warehouses. This would allow New 
York City to develop its water front to the limit for export 
freight. It is not likely that any passenger subway will be 
built in West street and a freight subway could be built 
north and south on this street and the Marginal Way, fitted 
with conveyors to handle package freight to be delivered to 
any warehouse along the city side of the Marginal Way. 

Branches could be run from these tunnels to steamship 
piers, so that package freight could be delivered to them by 
branch conveyors. The storage of the cargo in a warehouse 
alongside or adjacent to the slip at which a particular vessel 
is to dock, would permit that vessel to load and depart in 
much less time than it takes at present. In this scheme 
package freight to and from New York could be delivered 
to any of the warehouses or piers described in New York or 
New Jersey without having to appear on the surface of the 
Hudson river or on the crowded streets of New York City. 

All conveyors should be reversible and outbound packages 
would be taken to cars in the same manner in which they are 
taken from them. The floor or carrying capacity of the 
conveyor is to be of a special design, which I have originated. 
It can be trucked over obliquely while in motion and, in the 
event of a temporary breakdown, electric tractors and trailers 
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can be put into use and can travel over it as easily as they 
can be operated on a floor; it is designed to be placed in the 
floor of warehouses and is so constructed that it will not inter- 
fere with the headroom on the floor beneath and it will not 
mean any particularly special design of floor construction; 
it will eliminate practically 90 per cent of the trucking in 
handling goods in and out of warehouses. 

This scheme is particularly attractive because it can be 
built without disturbing the present method of operation; 
each railroad will still maintain its own property and can 
either own a conveyor for the delivery of freight in New 
York or can own one jointly with another friendly line with 
a tonnage agreement for handling, or some similar arrange- 
ment; it will allow New York City to develop-.to the limit its 
export and import business since no local package freight 
would be handled at the river front; it will take most of the 
car floats off of the Hudson river; ice and fog will in no way 
hinder or delay the receiving or delivering of the daily ton- 
nage; the cost per ton for handling will be lower than in any 
other scheme I have seen and it will require less manual 
labor; instead of handling all business through one point it 
provides 12 different centers for handling; it can be en- 
larged to suit any expansion in business; and by constructing 
warehouses to hold the tonnage now held in cars in the New 
York and Jersey yards, about 20,000 cars will be released. 

Each tunnel will cost from $18,000,000 to $20,000,000. 


Forged Return Bends for 
Superheater Units 


a short time ago perfected a process of forging or 

swaging the return bends on superheater units from 
the unit pipes without the use of any form of autogenous 
welding. ‘The steps in the process are shown in the illus- 
tration. The first step splits and machine-welds the ends 
of the pipes together and is carried on in a forging machine. 
The next step forms what is known as a preliminary swage 
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Steps in the Process of Forming the Forged Return Bends 
in Superheater Units 


and the return bend is then placed in a special swaging or 
forging machine and the completed bend is formed. The 
final step consists of cutting off the short extended butt, 
pressing the return bend back into shape so that there is 
no greater thickness than the outside diameter of the pipe, 
and smoothing the end off with an air hammer. The cut 
sections show the character of the completed return bends. 
As previously stated, there is no oxy-acetylene or electric 
welding used, the entire process being a machine forging 
job. These return bends are formed on the long pipes of 
the units and not on short ones as shown in the illustra- 
tion, these short pipes being employed merely for the pur- 
pose of illustrating the process. Each unit thus becomes 
a continuous pipe from the saturated to the superheated 
steam chambers of the header. 
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Director General McAdoo is preparing to issue an order 
prohibiting the garnisheeing of wages of railroad employees. 


The American Association of Passenger Traffic Officers 
will hold its annual meeting at Baltimore, Md., on October 
23 and 24, instead of on the earlier date heretofore announced. 


The freight house of the Chesapeake & Ohio, at Newport 
News, Va., was destroyed by fire on August 23; estimated 
loss $50,000. A new freight house, adjacent to the building 
destroyed, was saved. 


The employees of the Interborough Rapid Transit Com- 
pany, New York City, have been granted a general increase 
in pay, said to average $1 per day per capita. The aggregate 
estimated increase in the payrolls is about $3,000,000. 


Pennsylvania Railrgad employees now on active duty in 
the military or naval service of the United States number 
20,193; 14,085 men from the lines east of Pittsburgh, and 
6,108 from the western lines. In March last the total was 
11,769. 


The Chesapeake & Ohio has engaged the State Public 
Service Utility Audit & Investigating Company of Charles- 
ton, West Virginia, W. J. Bienemann, president, to make the 
separation of its accounts as between federal and corporate 
interests. 


The track from Hagerstown, Md., to Security is not to 
be torn up. The announcement to this effect was premature. 
W. H. Angle, the contractor for the work, had drawn the 
spikes of two miles of track when he received an order to 
suspend operations. 


The Master Car Builders’ rules of interchange, as revised 
June, 1917, have been extended to remain in effect until 
further notice. This announcement is made in circular No. 
14 issued August 26. The extension applies also to circulars 
interpreting or modifying the 1917 rules. Notice will be 
given in advance of the date on which the 1918 code of rules 
is to go into effect. 


Two Chicago’ ticket scalpers caught by H. A. Koch, in- 
spector of passenger traffic of the Railroad Administration, 
in charge of the investigation and prosecution of scalpers, 
have been arrested and now await trial. They are David 
Lyons and Harry W. Young. They are charged with altering 
railroad tickets purchased at their places of business and 
thereby conspiring to defraud the government. 


Studies are being made by the United States Railroad 
Administration to determine whether the adoption of an 
equitable and universal plan for the compensation of em- 
ployees, in case of death or injury, and provision of life, 
health and old age insurance is practicable. There are diffi- 
culties in the way arising from the existence of the present 
pension and insurance plans, but it is expected that they can 
be overcome. 


The National Association of Purchasing Agents will hold 
its third annual convention at Hotel Pontchartrain, Detroit, 
Mich., on September 23, 24 and 25. Attendance at the con- 
vention is not limited to members of the association, an open 
invitation being extended to purchasing agents in all in- 
dustries and in all sections of the country. The president 
of the association is E. L. McGrew, president of the Under- 
ground Cable Company, Pittsburgh, Pa., and the secretary 
is L. F. Boffey, 25 Beaver street, New York City. 


Every patriot must produce cross ties; or, if he is not a 
farmer or owner of timber land, he must do what he can to 
cid in the production of ties by others. This is the gist of 
2 circular which has been issued by F. H. Fechtig, purchasing 
gent of the Atlantic Coast Line Railroad, which he is circu- 
‘ating in the territory adjacent to his road. The circular 
contains the specification for ties as approved by the Rail- 
ad Administration, and appeals to the farmer, the tie chop- 
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per, the section foremen, tie inspectors, station agents and 
everybody who can influence a farmer, or aid the company in 
its quest for largely increased quantities of ties. 


A strike of trainmen on the Denver & Salt Lake which 
commenced on August 21, was terminated on the 25th only 
after it was announced that the government had taken over 
the road. The men demanded back wages which they claimed 
were due them under the Adamson law and also the wage 
increase granted to roads under governmental contro] in 
General Order No. 27, dating back to the first of last January. 
The government has agreed to give the men their back pay 
under General Order No. 27. As to the Adamson law wages 
which have been the subject of litigation—when the amount 
due the men is settled by the court and receiver's certificates 
issued therefor, the. government will cash the certificates so 
that the money may be paid to the men. 


Successful Airplane Mail Service | 


The Post Office Department reports that during the month 
of August the airplanes made their trips between New York 
and Washington without any serious delay. The aerial car- 
riers flew on 27 days, and there were only two forced land- 
ings, one causing a delay of 7 minutes, and the other 10 
minutes. One of these accidents, caused by the breaking of 
a magneto shaft, occurred within four miles of the New York 
terminus at Belmont Park; and except for this four miles, the 
whole mileage for the month, 11,961 miles was accomplished. 
A total of 5,879 lb. of mail was carried in August. No air- 
plane had to be laid up in the shop for repairs during the 
month. 


Inventory of Steel Stocks 


A country-wide inventory of stocks of steel on hand is being 
made by the War Industries Board in co-operation with the 
Census Bureau. The present estimated total production of steel 
in sight is 17,000,000 tons, while the war demands aggregate over 
23,000,000 tons, with the demand constantly rising. Chairman 
Baruch announces that he cannot approve requests for an ounce 
of steel for domestic uses. The Census Bureau is sending ques- 
tionnaires to more than 40,000 manufacturers asking complete 
reports of stocks of steel on hand down to the smallest holdings. 
It is sought to reach every manufacturer who uses steel in any 
way and in any amount. 


Pennsylvania Railroad Pensions 


The list of Pennsylvania employees retired on pension on July 
1, which has just been issued, contains the names of 63 men, 
and one woman, 51 of the 64 being on the Eastern lines, and the 
others on the Western. Seven employees had worked more than 
a half century each. Four officers are included in the list, namely, 
A. B. Starr, special assistant to the vice-president in charge of 
operation, Pittsburgh; Daniel T. McCabe, vice-president in 
charge of traffic, Pittsburgh; Samuel Moody, passenger traffic 
manager, Pittsburgh, and Joseph A. Clift, chief accountant in 
the department of the auditor of freight traffic, Philadelphia. 
The one woman, Miss Bridget E. Whalen, was telegraph oper- 
ator at Collier, W. Va., where she had served without a break 
from July 26, 1868, or 26 days less than half a century. The 
company’s circular includes a portrait and sketch of Miss Whalen, 
along with those of other prominent pensioners, and says that 
she was regarded as one of the best train-order operators in the 
country. She was a person who commanded marked esteem 
among her neighbors, and no man, however rough, came into her 
presence without showing her the highest respect. Her acts of 
charity in the community where she resided were proverbial, and 
the extent of her charitable work is indicated by the statement 
that although she had received fair remuneration for her services 
for 50 years she is now dependent upon her pension allowance 
for a livelihood. 
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September 6, 1918. 


Results of M. C. B. and M. M. Letter Ballot 


The outcome of the voting on questions ordered submitted 
to letter ballot at the annual meeting of the Master Car 
Builders’ Association has been announced in Circular No. 7, 
issued by the secretary. All of the proposals submitted to a 
vote were carried. The most important matter considered 
was the adoption of the No. 10 contour line for the type D 
coupler. (See Railway Age, June 21, 1918, page 1501.) This 
was adopted with but a single dissenting vote. The design of 
the 6-in. by 8-in. shank for the type D coupler was also car- 
ried by a large majority. The gages to insure interchange- 
ability of parts and specifications for the purchase and ac- 
ceptance of couplers, knuckles, locks, and other parts were 
also adopted. The modifications of certain specifications pro- 
posed by the Committee on Tests and Specifications for 
Material were carried ‘(See Railway Age, June 21, 1918, page 
1489.) It was also voted to add to the interchange rules a 
provision making the use of metal safety blocks mandatory 
and prohibiting the use of wooden safety blocks. The re- 
mainder of the twenty-two questions related to minor 
changes in the standards and recommended practices of the 
association. 

The twenty questions appearing on the letter ballot of the 
Master Mechanics’ Association were all adopted. The ma- 
jority of these were submitted by the Committee on Specifi- 
cations and Tests for Material. Several new specifications 
were adopted as recommended practice and a number of 
others were revised. (See Railway Age, June 21, 1918, page 
1519.) The overall width of journal bearings was increased 
and several of the recommended practices of the association 
were advanced to standard. (See Railway Age, June 21, 1918, 
page 1524.) 


New York City Ticket Offices 


The new consolidated ticket offices in New York City, 
except the one at 31 West 32nd street, were opened for busi- 
ness on Tuesday, September 3. That on 32nd street will be 
opened on September 23, more than two months later than 
the time at which it was expected to open all of the 
offices. 

The offices now opened are at 64 Broadway; Broadway 
and Chambers street; 114 West 42nd street, and 336 Fulton 
street (Brooklyn). The principal office,is at 64 Broadway, 
where 57 men will be employed. Ten of these will serve at 
the Information Bureau. All of the offices together will 
employ about 200 men, which is 100 less than the number 
now employed in city offices; and 48 offices are to be aban- 
doned, saving in rentals about $290,000 yearly. A school is 
to be at once established to train young women in ticket 
selling. The course of instruction will occupy two months, or 
longer, and the pupils are to be paid while learning. 

George A. Cullen, chairman of the committee in charge, issued 
a statement to the ticket sellers in which he said, in part: “Di- 
rector General McAdoo has equipped you with the finest tools, 
but there are two things which he cannot supply. The first of 
these is the spirit of service. You will meet each day more 
people seeking important, accurate and vital information than, 
| believe, in any other organization in this great city. 

“You can respond to this need in a careless and perfunctory 
way, doling out half-facts and guesses, or you can painstakingly 

_ ascertain what the inquirers want to know (indeed help them 
to find out as is so often necessary) and then give them clear, 
explicit and understandable answers—a joy to do. You can 
provide them with transportation and accommodations in a 
grudging and indifferent manner or do this with carefulness and 
alacrity and with consequent satisfaction to yourselves. 

“The other feature that is wholly up to you is what for want 
of a better term I may call the spirit of civility. Civility is not 
a mask to be put on—a smile or an external assumption of 
politeness. To be of any lasting value in the day’s work, the 
week’s work, the year’s work, it must come from an honest and 
whole hearted desire to put yourself in the other fellow’s place. 
In a word, it is the constant practical application of the Golden 
Rule which in your work particularly is more essential than all 
the so-called rules and regulations our committee can possibly 

set down for your guidance. We want no slackers, no grouches 

among us.” 
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Grain is now moving on the New York state barge canal, 30 
boats having been loaded with wheat at one elevator, at Buffalo, 
last week. Four boats with pig iron left Buffalo on August 28 
for Bridgeport, Conn. 


Rate Reduction on Grain from Buffalo Eastward 


The Division of Traffic of the Railroad Administration has au- 
thorized, effective September 1, to expire October 10, a reduction 
of 2 cents per 100 lb. in the ex-lake rates from Buffalo, N. Y., to 
eastern seaboard cities on grain from Lake Michigan ports. This 
adjustment seems necessary to attract the maximum amount of 
grain to the boats at Lake Michigan ports before the beginning 
of the movement of the northwestern crop through Lake Superior 
ports. The latter movement will require practically all the lake 
tonnage available; hence the necessity of making an extra effort 
to get grain which normally should move through the Chicago 


gateway. ; 
The present rates will automatically be restored on 
October 11. Any grain to get the benetit of the lower rates must 


move out of the Buffalo elevators prior to October 11. 


Coal Production 


Recovery from the siump of the past five weeks marked the 
production of bituminous coal during the week ended August 24, 
according to the weekly bulletin of the United States Geological 
Survey. The output during that week, including lignite and coal 
made into coke, is estimated at 12,603,000 net tons and not only 
exceeded the production during the week preceding by 669,000 
net tons, or 5.6 per cent, but exceeded the production during the 
preceding three weeks. Production during the current week of 
1918 was 1,852,000 net tons, or 17 per cent in excess of the pro- 
duction during the corresponding week of 1917. 

The average production per working day during the week of 
August 24 is estimated at 2,100,000 net tons, as against 1,989,000 
net tons during the week preceding, and 1,792,000 net tons dur- 
ing the week of August 24, 1917. 

Production of anthracite in the United States during the week 
of August 24 is estimated at 2,134,000 net tons, as against 1,924,- 
000 net tons during the week preceding, an increase of 10.9 per 
cent, and as against 1,988,600 net tons during the corresponding 
week of 1917, or an increase of 7.3 per cent. The average daily 
production during the week of August 24 is estimated at 355,667 
net tons, as against 336,839 net tons during the coal year to date, 
and as against 329,831 net tons during the same period of 
1917. 

Tota! production for the coal year to date is estimated at 41,- 
768,000 net tons, an increase over 1917 of 869,000 net tons, or 2.1 
per cent. 

For the week ended August 17 the operators reporting pro- 
duced 84.5 per cent of the total estimated output, the mines being 
operated at 77.7 per cent of their full time capacity. As during 
the preceding week, the report says, the limiting factor was car 
shortage, the operators reporting a loss of 12.4 per cent of full 
time from this cause and poor transportation conditions caused 
increased losses of time by the mines in Illinois, Somerset County, 
Pa., New River and Winding Gulf, and the high volatile dis- 
tricts of West Virginia and in northeast and western Kentucky. 
Improved supply of cars existed in western Pennsylvania, Cum- 
berland-Piedmont district and in southwest Virginia. 

According to the weekly report to Director General McAdoo 
by the Car Service Section of the Railroad Administration, 247,- 
288 cars of coal of all kinds were loaded by railroads in the week 
ended August 17, as compared with 216,415 cars for the cor- 
responding week in the previous year. A summary of reports 
for the week ended August 24 partly estimated shows a total of 
264,305 cars, as compared with 228,029 in the corresponding week 
of the previous year. This would make the increase in 1918 up 
to and including August 24 over the same period of 1917 a total 
of 488,413 cars. 
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Interstate Commerce Commission 


New Haven May Retain Steamer 
Lines on Long Island Sound 


Opinion by Commissioner Woolley. 

The commission has handed down a decision granting the 
New York, New Haven & Hartford permission to continue the 
operation of the steamer lines on Long Island Sound controlled 
by the New England Navigation Company, the Hartford & New 
York Transportation Company and the New Bedford, Martha’s 
Vineyard & Nantucket Steamboat Company, as it is found that 
under present conditions the services are being operated in the 
interest of the public and are of advantage to the commerce and 
convenience of the people and as continued operation by the rail- 
road will neither prevent, exclude nor reduce competition on 
the route via water under consideration. Action in the future, 
however, will be dependent upon circumstances and conditions. 

The commission’s decision goes into great detail concerning 
the service operated by the steamboat companies and says that, 
all things considered, including the physical characteristics of 
the region and the direction in which early conditions caused the 
rail lines to be built, it is strongly of the opinion that economy 
and efficiency demand the greatest possible co-ordination be- 
tween the petitioner’s rail lines and steamer lines to New 
York, and that there is slight probability that this could be 
secured to as great an extent as at present under independent 
ownership and operation of the steamer lines. (50 I. C. C. 
634.) 


Colonial Navigation Company v. New York, New Haven & Hart- 

ford Railroad Company. Opinion by Commission Woolley. 
. The practice of the defendants in maintaining a through route 
for the transportation of passengers and baggage between New 
York and points on its lines, via Providence, R. I., in connection 
with the New England Steamship Company, which. it controls 
through stock ownership, while refusing to establish a similar 
route with the complainant, is found to result in undue prejudice. 
The defendant is required to establish joint passenger fares in 
connection with complainant not higher than those contempora- 
neously maintained in connection with the New England Steam- 
ship Company. (50 I. C. C. 634.) 


Court News 


Dangerous Approach to Train 

The Kentucky Court of Appeals holds that for breach of 
duty to furnish a passenger safe approach to the defendant’s 
train, he having to cross two tracks in going from the station 
to the cars, the railroad is liable for his injury by the train 
of another railroad using the same station and coming on 
one of such tracks, without regard to which owned and con- 
trolled the station and tracks.—Scott v. Cincinnati, N. O. & 
T. P., (Ky.), 203 S. W. 1064. Decided June 14, 1918. 


Failure to Pay Tariff Rates Bars Recovery of Damages 


A shipper of a carload of horses from Hot Springs, Ark., to 
Louisville, Ky., through a mistake of the agent, paid freight at 
less than tariff rate. On the arrival of the stock in Louisville, 
the L. & N. declined to permit it to be unloaded until the bal- 
ance of the freight was paid. This was not done until next 
morning, and in consequence of the delay a horse contracted 
pneumonia, from which it died. In an action against the rail- 
road it was held by the Kentucky Court of Appeals that, as a 
shipper is conclusively presumed to know the published rate, 
this man should have paid the additional amount demanded; 
and his failure to do so precluded recovery for damages result- 
ing from the delay in unloading. The shipper had an agent pres- 
ent who had accompanied the horses. The fact, if it were a fact, 
that the agent did not have the money to make the payment at 
the time furnished no excuse. Plaintiff was presumed to know 
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that it would be unlawful for the shipment to be delivered to 
him or his agent without payment of the legal rate —Blackford 
v. St. Louis, I. M. & S. (Ky.), 203 S. W., 867. Decided June 11, 
1918. 


Persons Entitled to Recover Damages— 
Apportionment of Damages Between Carriers 


The Texas Court of Civil Appeals holds that the consigne: 
of an intrastate shipment of cattle and another who did no 
buy an interest in the cattle until they reached their destina- 
tion would have no right to recover against the carriers fo 
cattle killed and injured in transit; the owner not having sol 
them an interest in the chose in action. 

The contract of the initial carrier was to transport to ; 
certain place, and there deliver to the connecting carrier. 
There was no partnership between the carriers or ratifica 
tion of the original contract. It is held that where evidence 
wholly failed to show the damages which occurred on eacl 
line there was no basis for an apportionment of damages by 
the jury. Receiving from the initial carrier cattle for trans- 
portation was not a ratification of the initial carrier’s con 
tract, but merely a compliance with the state statute requir- 
ing a connecting carrier to receive and transport all freight 
delivered to it by any other line—Pouder v. Crenwelge 
(Tex.) 203 S. W. 1125. Decided June 12, 1918. 


Warning Devices at Crossings—Safety Signals 


In an action by the driver of an automobile for personal 
injuries received when he collided with a freight train stand- 
ing on a crossing the only negligence relied on was the 
failure of the automatic electric crossing gong to ring. The 
Massachusetts Supreme Judicial Court holds that even if this 
appliance were maintained by the railroad because required 
to do so by statute, its purpose was to protect travelers on 
the highway from the danger of approaching trains, and not 
to warn them against cars and engines which were standing 
still. A plaintiff cannot recover for the violation of a statute 
unless there is a causal connection between his injury and 
the condition to which the statute applies. The fact that the 
railroad voluntarily maintained the appliance without an 
order or request from the railroad commissioners did not 
show that it was intended to protect against standing cars. 
A failure to use a safety appliance, adopted as a protection 
against some particular danger, cannot be relied upon to 
prove negligence when the injury is caused by another danger 
which the appliance was not designed to guard against; and 
the responsibility voluntarily assumed to maintain these sie- 
nals imposes no higher duty on a railroad company than the 
statute requires—W. Glaufflin v. Boston & Maine (Mass.) 
119 N. E. 955. Decided May 28, 1918. 


Discrimination in Absorption of Switching Charges 


At certain points south of Richmond three railroad companies, 
the Seaboard Air Line, the Southern and the Atlantic Coast Line, 
were competitors for traffic to and from that city. Each road 
had switching facilities at Richmond, connecting with each other, 
and each delivered freight from competitive points to industries 
on its own tracks in Richmond at its tariff rate to that point, 
without extra charge for switching; also each road absorbed the 
switching charge of a competitor on freight to be hauled by it 
to industries on the competitors’ tracks at Richmond. Other 
railroads, the Chesapeake & Ohio and the Richmond, Fredericks- 
burg & Potomac, not competitors for the southern business, en- 
tered Richmond and had switching facilities connecting with 
those of the competing roads. Such roads, however, did not 
absorb the switching charges: on freight to be delivered to in- 
dustries on the lines of the roads with which they were not in 
competition. Under a complaint of the Richmond Chamber of 
Commerce the Interstate Commerce Commission decided, three 
of the commissioners dissenting, that this method of business was 
an unlawful discrimination against the industries on the no! 
competing railroad lines under section 2 of the Interstate Com- 
merce Act; and the federal district court for the Eastern District 
of Virginia refuses to enjoin the commission’s order.—Seaboard 
Air Line v. United States, 249 Fed., 368. Decided January |”, 
1918. 
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Ephron Catlin, Jr., secretary of the Southern Railway Sup- 
ply & Equipment Company, of St. Louis, has enlisted in the 
Naval Reserve Flying Corps. 


P. H. Hamilton, roadmaster on the St. Louis-San Fran- 
cisco, at Sapulpa, Okla., has resigned to become southern 
representative of the P. & M. Company, with headquarters 
at Chicago. 


H. E. Chilcoat, representative of the Westinghouse Air 
3rake Company at its Pittsburgh office, has severed his con- 
nection with that company to accept the position of manager of 
the Clark Car Company, 
manufacturers of the 
Clark extension side 
dump car. Mr. Chilcoat 
was born in Orbisonia, 
Pa., and_ received his 
early education in the 
public schools at that 
place. In 1900 he went 
to the Pittsburgh dis- 
trict, entering the em- 
ploy of the Pennsyl- 
vania Railroad as ma- 
chinist’s helper and 


work inspector, gang 
foreman and foreman of 
the air brake depart- 
ment until 1906, when 
he left the railroad com- 
pany to enter the serv- 
ice of .the Westinghouse 
Air Brake Company as 
traveling inspector. Shortly after joining the Westinghouse 
organization he was assigned to the southeastern district with 
headquarters at Richmond, Va. In 1910, he was transferred to 
the Pittsburgh district office as representative, looking after the 
commercial interests of the company in the district served by 
that office until August, when he resigned to take up the duties 
of his present position, with headquarters at Pittsburgh, Pa. 





H. E. Chilcoat 


E. R. Wood, formerly eastern representative of the High 
Speed Hammer Company, Rochester, N. Y., has associated 
himself with the sales department of Sherritt & Stoer Com- 
pany, Inc., Philadelphia, Pa. 


F. J. O’Brien, formerly sales manager of the Globe Seam- 
less Tube Company, of Chicago, and for the last year and a 
half mill manager at Milwaukee, has been promoted to gen- 
eral manager, with headquarters at Milwaukee, effective 
September 1. 


J. G. Sullivan, who resigned recently as chief engineer of 
the Canadian Pacific, Western Lines, with headquarters 
at Winnipeg, Man., has opened a consulting engineer’s office 
in that city, making a specialty of railway work, mining, 
foundations, tunnelling, elevators, etc. 


L. C. Sprague, special railroad sales representative of the 
Chicago Pneumatic Tool Company, with headquarters at 
Chicago, has been promoted to district manager of sales 
for that company, at New York, succeeding Charles Booth, 
resigned. C. W. Cross succeeds Mr. Sprague. 


Harry L. Barnitz, announces that he has severed his con- 
nection with the International Oxygen Company as sales 
agent, and is now conducting business under his own name 
as consulting engineer on oxygen and hydrogen, plant in- 
Stallation and technical processes for their uses. His office 
is at 617 West 152nd street, New York. 


Robert F. Carr, president of the Dearborn Chemical Com- 
pany, of Chicago, has been commissioned major on the gen- 
eral staff in the department of purchases, storage and traffic 
of the army, with headquarters at Washington, D. C. Major 


served successively as’, 
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Carr wiil work in conjunction with Lieut. Col. W. R. Roberts 
in connection with the standardization of army equipment. 


The A. G. A. Railway Light & Signal Company, Elizabeth, 
N. J., reports the sale of steady lights to the Boston & Maine; 
three equipments for cars to the Detroit & Mackinac, and one 
Unison flashlight to the Delaware, Lackawanna & Western. 
Lights for cars have been shipped to Rio Janeiro, Brazil. 


John W. Foyle, vice-president of the Gustin-Bacon Manu- 
facturing Company, Kansas City, Mo., has accepted a com- 
mission as major in the Quartermaster Corps, and reported 
to Washington Séptember 1. Mr. Foyle has been with the 
Gustin-Bacon Manufacturing Company five years, prior to 
which he served 17 years with the Missouri, Kansas & Texas. 
He was at one time chairman of the executive committee of 
the Railway Storekeepers’ Association. 


W. J. Schlacks announces that he has purchased the Mc- 
Cord Locomotive Lubricator Company and has incorporated 
the Locomotive Lubricator Company for the manufacture 
and sale of the Schlacks system of locomotive force feed 
lubrication. O. H. Neal and C. W. Rudolph, who have been 
associated with Mr. Schlacks and McCord & Co., have joined 
the new company. The Locomotive Lubricator Company 
will have offices in the Tower building, Chicago. : 


J. H. Rodger has been elected acting vice-president of the 
Safety Car Heating & Lighting Company, with office at Chicago. 
Mr. Rodger has been sales representative with that company 
since April, 1911, prior 
to which he was with 
the Standard Coupler 
Company and the Mon- 
arch Machine Company. 
A. Clark Moore, vice- 
president of the Safety 
Car Heating & Lighting 
Company, whom he suc- 
ceeds, has been given a 
leave of absence for the 
duration of the war to 
accept a commission as 
major, in charge of air- 
craft production in New 
York district. Major 
Moore was born Jan- 
uary 18, 1880, and en- 
tered the railway supply 
business in the New 
York office of the Safety 
Car Heating & Lighting 
Company in July, 1899, 
In 1906 he went with the Western Steel Car & Foundry Com- 
pany and later with McCord & Co.. returning to the Safety Car 
Heating & Lighting Company in August, 1907, remaining with 
that company with the positions of sales agent in New York, 
1907, manager, northwestern district, 1908, general manager, 
New York, 1911, and vice-president with headquarters in Chi- 
cago since June, 1913. Major Moore is a past president of the 
Railway Electrical Supply Manufacturers’ Association. 





J. H. Rodger 


Guy E. Tripp Special Assistant, Ordnance Department 


Announcement is made of the appointment by Major Gen- 
eral C. C. Williams, Chief of Ordnance, of five special assist- 
ants who will act for him in the general supervision of the 
various activities of the Ordnance Department. 

Col. Guy E. Tripp, Ord. Dept., U. S. A. (chairman of the 
board of the Westinghouse Electric & Manufacturing Co.), 
who has been serving as chief of the production division, has 
been named as one of these special assistants, and has been 
placed in complete charge of the administration and work of 
the eleven district officers having supervision over the pro- 
duction of ordnance material in their respective sections of 
the country. The ordnance district chief will report directly 
to him. 

W. H. Marshall, formerly president of the American Loco- 
motive Company, and later associated with J. P. Morgan & 
Co., is another of the special assistants. Mr. Marshall will 
have supervision over the artillery program, including en- 
gineering, manufacturing and inspection. 








462 


RAILWAY 





AGE Vol. 65, No. 10 








Je THEE 


Financial and Construction 


Tin 
SUT 


Railway Officers 


PUUUEEOUUUAUUAUUEEOEEA EE 
PO 





TTTLELEELLLTLE EEE LEE 








Railway Financial News 


Cuicaco, MILWAUKEE & St. Paut.—See editorial comments else- 
where in this issue. 


Cuicaco & WestTeRN INpIANA.—The $15,000,000 one-year 6 per 
cent notes which matured on September 1, 1918, are being pre- 
sented at the office of J. P. Morgan & Co., but are not being 
paid, because no funds have been received for the purpose. 
The Chicago & Western Indiana is a terminal company owned 
jointly by the Chicago & Eastern Illinois, Chicago, Indianapolis 
& Louisville, Grand Trunk Western, Wabash, and Erie. The 
notes are secured by $21,000,000 first and refunding bonds 
which enjoy a first lien upon extensive freight-terminal 
property in and around Chicago, used by the Pennsylvania, 
Atchison, Illinois Central, Burlington, Rock Island, Chesapeake 
& Ohio, Erie, Wabash and other roads. In 1917 the company 
earned its interest charges and 6 per cent dividends on its 
$5,000,000 stock. It has been generally expected among hold- 
ers of the notes that the Railroad Administration would ad- 
vance funds te meet the debt in case enough of the bonds 
could not be sold to provide the funds; and it is still expected 
that the notes will be dealt with in some way within a few 
days 


Denver & Rio Granpe.—See editorial comments elsewhere in this 
issue 

INTERKOROUGH RaApip TRANsit.—A syndicate composed of J. P. 
Morgan & Co. and other bankers has been formed to sell $33,- 
400,000 of Interborough Rapid Transit Company’s 3-year 7 per 
cent notes at 98'4. These notes are secured by deposit of $52,- 
187,000 first refunding 5s into which the notes are convertible 
.at maturity at 871% per cent and interest. The new notes ma- 
ture July 1, 1921. 


NORTHERN 
issue. 


Paciric.—See editorial comments elsewhere in this 


Railway Construction 


ILLINOIS CENTRAL.—A one-story freighthouse, 38 ft. by 200 ft., 
with concrete foundation, brick walls and tile roof, is being 
built at La Salle, Ill. A platform 16 ft. wide will extend 120 ft. 
beyond the building and -will be constructed of concrete, 
floored with creosote blocks. In addition, 1,100 sq. yd. of 
driveway will be paved with brick. The old freighthouse is 
being remodeled into a two-stall enginehouse. T. S. Leake 
& Co., Chicago, have the contract for the work. The improve- 
ments, including a rearrangement of tracks which is being 
done by the railroad, will cost about $75,000. 

This road is preparing plans for the construction of a one-story 
brick freight and passenger station at Dawson Springs, Ky., 
which will be 34 ft. by 192 ft., with a concrete foundation and a 
slate roof. 


U. S. Army—Company A of the 106th United States Engi- 
neers is building a railway from Sunburst, N. C., into the 
heart of a forest in the mountains in the western portion of 
that state, to provide transportation for timber, from which 
aeroplane parts will be made. 





Port Project FoR Rome—A convention has been signed by 
representatives of the Italian Government and by credited 
delegates of the city and province of Rome for constructing 
a port at Ostia Nuova, which when completed and connected 
with the Tiber by means of a navigable canal will give har- 
bor facilities to the city of Rome and thereby satisfy an old 
ambition of the capital. The first group of works to be con- 
structed will cost about 47,000,000 lire ($9,000,000), which is 
to be advanced by the Commune, the state reimbursing, ac- 
cording to the convention, 50 per cent, and the province 10 
per cent of the expenses. The port will allow on completion 
an annual movement of 1,000,000 tons——Commerce Reports. 


TH 


Railroad Administration 


General and Regional 


Edward A. Chenery, whose appointment as general super- 
intendent of telegraph of the Southwestern region, with head- 
quarters at St. Louis, Mo., was announced in the Railway Ag, 
of August 30, was born 
on the Atlantic ocean on 
October 17, 1859. He 
entered railway service 
on the Grand Rapids & 
Indiana, as a telegraph 


operator, in November, 
1872. He continued to 
serve in that capacity 
until January, 1879, 


when he went with the 
Galveston, Harrisburg & 
San Antonio, with which 
company he served suc- 
cessively as_ telegraph 
operator, despatcher, car 
accountant and secretary 
to the general superin- 
tendent. In December, 
1886, he resigned to be- 





E. A. Chenery come secretary to the 
general superintendent 
of the Union Pacific. 


The following year he became superintendent of telegraph of 
the Terminal Railroad Association of St. Louis. Sixteen years 
later he resigned to become superintendent of telegraph of the 
Missouri Pacific. On August 27, Mr. Chenery was appointed 
general superintendent of telegraph of all lines under federal 
control in the Southwestern region, with headquarters at St. 
Louis, Mo. 


Charles Adelbert Morse, chief engineer of the Rock Island 
Lines, at Chicago, has’ been appointed assistant director of 
operation of the Railroad Administration in charge of main 
tenance of way, with 
headquarters at Wash- 
ington, D. C. Mr 
Morse was born at 
Bangor, Me., on Janu- 
ary 1, 1859, and was 
educated at the Uni- 
versity of Maine. He 
began railroad work in 
1880 as a chainman on 
the Chicago, Burling- 
ton and Quincy, and was 
subsequently instru- 
ment man and office 
man on the same road 
From November, 1881, 
to 1884, he was division 
engineer on the Mexi- 
can Central. He then 
returned to the Bur- 
lington for a year and 
a half and in January, 
1886, went with the 
Atchison, Topeka & Santa Fe, with which road he was con- 
secutively transitman, division engineer, and resident en 
gineer during the ensuing 15 years. From July, 1901, to 
February, 1902, he was assistant to the chief engineer at 
Topeka, Kan., following which he was principal assistant 
engineer at LaJunta, Col., engineer of the eastern grand 
division at Topeka, Kan.; acting. chief engineer, with the 
same headquarters, and assistant chief engineer. From 





C. A. Morse 


September 6, 1918. 


September 1, 1905, to September 1, 1906, he was acting 
chief engineer of the Coast lines of the same system, 
with headquarters at Los Angeles, Cal., and in the 
following three years was chief engineer of the lines east of 
Albuquerque, with headquarters at Topeka, Kan. From 
November, 1909, to March, 1913, he was chief engineer of 
the entire Santa Fe system following which he was appointed 
to the same position on the Chicago, Rock Island & Pacific. 
In April, 1914, he was appointed also chairman of the valua- 
tion committee of the Rock Island, and this year when the 
railroads were placed under federal operation, he was ap- 
pointed chief engineer of all the Rock Island lines. Mr. 
Morse has long been active in the affairs of the American 
Railway Engineering Association and is now its president. 


The following have been appointed staff officers in the 
organization of the Southern regional director, with office at 
Atlanta, Ga.: J. W. Small, formerly superintendent of motive 
power, Seaboard Air Line, and recently mechanical assistant 
to regional director, staff officer, mechanical; J. T. King, 
staff officer, transportation; W. R. Rodenbaugh, staff officer, 
engineering; E. H. Dulaney, member Southern Regional 
Freight Traffic Committee, staff officer, traffic; G. W. Lamb, 
assistant comptroller, Louisville & Nashville, staff officer, 
accounting; W. L. Stanley, assistant to federal manager, 
Seaboard Air Line, staff officer, claims and claim prevention, 
and J. A. Jones, superintendent of telegraph, Southern Rail- 
way, staff officer, telegraph and telephone. 


Federal and General Managers 


E. L. Brown, general manager of the Denver & Rio 
Grande, has had his jurisdiction extended to include the Salt 
Lake City Union Depot & Railroad Company. 


W. G. Bierd, federal manager of the Chicago & Alton, has 
had his jurisdiction extended over the Peoria & Pekin Union 
and the Peoria Railway Terminal, effective August 27. 


J. E. Taussig, general manager of the Wabash, with office 
at St. Louis, Mo., has been appointed federal manager of that 
road and also of the Toledo,'St. Louis & Western, with office 
at St. Louis, Mo. 


E. D. Bronner, federal manager of the Michigan Central 
and the Grand Rapids & Indiana, with office at Detroit, 
Mich., has had his authority extended over the Detroit 
Terminal Railroad. 


W. F. Thiehoff, assistant to the general manager of the 
Chicago, Burlington & Quincy, has been assigned to tempo- 
rary service as acting general manager of the Denver & Salt 
Lake, with headquarters at Denver, Colo., effective August 28. 


E. E. Calvin, federal manager of the Union Pacific, the 
Oregon Short Line, the St. Joseph & Grand Island and the 
Los Angeles & Salt Lake, has had his jurisdiction extended 
over the Ogden Union Railway & Depot Company, effective 
August 28. 


The authority of E. M. Costin, federal manager of the 
Cleveland, Cincinnati, Chicago & St. Louis, the Muncie Belt 
Railway and the Indianapolis Union, with office at Cincin- 
nati, Ohio, has been extended over the Chicago, Indianapolis 
& Louisville, the Cincinnati, Indianapolis & Western, and 
the Detroit, Toledo & Ironton. 


L. Kramer, federal manager of the Missouri, Kansas & 
Texas, the St. Louis-San Francisco, the Oklahoma Belt and 
the West Tulsa Belt, has had his jurisdiction extended over 
the Kansas City, Clinton & Springfield. This road will be 
added to the second district of the St. Louis-San Francisco 
and will be operated as the Osceola subdivision of the Ozark 
division, 

C. G. Burnham, federal manager of the Chicago, Burlington 
& Quincy, the Quincy, Omaha & Kansas City, the Toledo, 
Peoria & Western, west of Peoria, including the Peoria Ter- 
minal, the Rockport, Langdon & Northern and the Rapid 
City, Black Hills & Western, has had his jurisdiction ex- 
tended to include the Illinois Terminal and the Missouri & 
Illinois Bridge and Belt, effective August 27. 


_ The jurisdiction of A. W. Thompson, federal manager of 
the Baltimore & Ohio (East of Parkersburg and Pittsburgh); 
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the Cumberland Valley; the Western Maryland; the Coal & 
Coke; the Cumberland & Pennsylvania, and the Wheeling 
Terminal Railroad, with office at Philadelphia, Pa., has been 
extended over the Gettysburg & Harrisburg and over that 
portion of the Philadelphia & Reading from Shippensburg, 
Pa., to Harrisburg, Pa., which lines are released from the 
jurisdiction of C. H. Ewing, federal manager. 


Operating 


George Linn has been appointed acting manager of the 
Marine Department of the New York Central, with office at 
New York. 


W. M. Corbett, terminal manager at Kansas City, Mo., has 
had his jurisdiction extended over the Kansas City Connect- 
ing Railway. 


John Duffy, assistant secretary of the Lehigh Valley, has 
been appointed assistant to general manager with head- 
quarters at New York. 


H. D. Page has been appointed terminal manager of the 
Peoria-Pekin switching district, with headquarters at Peoria, 
Ill., effective August 27. 


J. R. Roycroft has been appointed general agent, with 
office at Charleston, West Virginia, of the Chesapeake & 
Ohio, vice G. D. Moffet, resigned. 


W. D. Trump, general manager of the Detroit Terminal 
Railroad, with office at Detroit, Mich., has been appointed 
terminal manager in charge of all terminal operations at 
Detroit. 


F, A. Lehman and John Purcell, assistants to the vice- 
president on the Atchison, Topeka & Santa Fe, with head- 
quarters at Chicago, have been appointed assistants to the 
federal manager. 


Frank P. Little, assistant superintendent of the Chicago- 
Petoskey division of the Pere Marquette, has been appointed 
superintendent of the Detroit-Canadian division, with office 
at Detroit, Mich., vice J. J. Corcoran, promoted. 


W. M. Edgar, superintendent transportation of the 
Weatherford, Mineral Wells & Northwestern, with office at. 
Weatherford, Tex., has been appointed general superintend- 
ent and treasurer, with headquarters at Weatherford, vice 
B. C. Crow, second vice-president and general superintend- 
ent, resigned to accept other services. 


H. V. Platt, president of the Ogden Union Railway & Depot 
Company and first vice-president of the Los Angeles & Salt 
Lake, with headquarters at Salt Lake City, Utah, has been 
appointed terminal manager with jurisdiction over the Salt 
Lake switching district, including Midvale, Utah, Murray and 
Garfield, and the Ogden (Utah) switching district. : 


J. Lowell White, superintendent of transportation of the 
Atlantic Coast Line, with authority over the First Division, 
also over the line between Winston-Salem and Wadesboro 
and the Winston-Salem Southbound, with headquarters at 
Rocky Mount, N. C., has had his authority extended over the 
system of the Atlantic Coast Line, with office at Wiimington, 
N. C., and W. B. Darrow, superintendent of transportation, 
with office at Wilmington, N. C., has been appointed super- 
intendent of transportation of the First division, with office - 
at Rocky Mount, N. C. 


Augustus E. Ruffer, general superintendent of transporta- 
tion on the Erie, with office at New York, has been appointed 
general superintendent of the lines east, vice John J. Mantell, 
furloughed to fill position of terminal manager; Charles P. 
Eckels, superintendent of the New York division and 
branches, with office at Jersey City, N. J., has been appointed 
general superintendent of transportation, vice Mr. Ruffer; 
George H. Derby, chief clerk to the general superintendent 
of transportation, has been appointed assistant to general 
superintendent of transportation; William J. English, super- 
intendent of the Kent division, at Marion, Ohio, has been 
appointed superintendent of the New York division and 
branches, vice Mr. Eckels; Harry R. Adams, assistant super- 
intendent of the Kent division, at Kent, Ohio, has been ap- 
pointed superintendent of the Kent division, vice Mr. English. 
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George S. Stewart, having returned from the Russian Rail- 
way Service Corps, has been reappointed general superin- 
tendent of the lake district of the Great Northern, with 
headquarters at Superior, Wis. P. F. Keating, who has been 
general superintendent at Superior, has been appointed as- 
sistant general superintendent of the eastern district, with 
headquarters at St. Paul; C. E. MacLaughlin, assistant gen- 
eral superintendent at St. Paul, becomes superintendent of 
the Willmar division, with headquarters at Willmar, Minn.; 
E. C. Huffman, division superintendent at Willmar, has been 
transferred to the Breckenridge division, at Breckenridge, 
Minn.; L. M. Davis, division superintendent at Breckenridge, 
has been transferred to the northern division, with head- 
quarters at Crookston, Minn., and J. R. Miller, who was 
division superintendent at Crookston, has been appointed 
trainmaster of the Fergus Falls division, with headquarters 
at Melrose, Minn., effective August 28. 


M. W. Clement, division superintendent of the Pennsyl- 
vania Railroad, eastern lines, and the New York, Philadelphia 
& Norfolk, with office at Cape Charles City, Va., has been 
appointed superintendent of freight transportation. R. H. 
Pinkham, assistant division superintendent of the Pennsyl- 
vania, with office at Cresson, Pa., has been appointed super- 
intendent of the New York, Philadelphia & Norfolk; H. P. 
Lincoln, division superintendent of the Pennsylvania, with 
office at Williamsport, Pa., has been appointed special agent, 
in the office of the general superintendent, central. division; 
H. H. Russell, assistant division superintendent at Pitts- 
burgh, Pa., has been appointed superintendent of the Wil- 
liamsport division; T. A. Roberts, assistant division super- 
intendent at Frazer, has been appointed assistant superin- 
tendent of the Pittsburgh division with headquarters at 
Youngwood; W. M. Post, assistant division superintendent 
at Mifflin, has been appointed assistant superintendent of the 
Pittsburgh division, with office at Cresson; G. C.. Koons, 
assistant division superintendent at Trenton, N. J., has been 
appointed assistant superintendent of the Middle division, 
with office at Mifflin, and C. E. Brinser, terminal division 
engineer at Philadelphia, has been appointed assistant super- 
intendent of the New York division with office at Trenton, 
i. Be 


Financial, Legal and Accounting 


W. H. Ross has been appointed acting federal treasurer 
of the Kansas City, Mexico & Orient lines, with headquarters 
at Wichita, Kan., succeeding E. H. Rowley, resigned, effective 
August 24. 


H. Johnson, secretary, auditor and general freight and pas- 
senger agent of the Duluth & Iron Range, with office at 
Duluth, Minn., has been appointed general freight and pas- 
senger agent and federal auditor. 


E. M. Smith, secretary, treasurer and auditor of the Kansas 
City, Clinton & Springfield, with headquarters at Spring- 
field, Mo., will continue to act as auditor. R. F. McGlorhlan 
has been appointed acting federal treasurer. 


W. L. Holder has been appointed land and tax commis- 
sioner, and F. J. Burke, assistant general freight agent of the 
Texas & Pacific at New Orleans, La., has been appointed 
assistant land and tax commissioner of all of the lines under 
the jurisdiction of J. L. Lancaster, federal manager. Mr. 
Holder will have his headquarters at Houston, Texas, and 
Mr. Burke at Dallas, effective September 1. 


O. H. Bower, auditor of the Missouri, Kansas & Texas, 
of Texas, with headquarters at Dallas, Texas, has been ap- 
pointed also auditor of the Union Terminal of Dallas, with 
the same headquarters, succeeding A. §. Steirer, resigned. 
R. P. Roach, local treasurer of the Missouri, Kansas & 
Texas of Texas, with headquarters at Dallas, has been ap- 
pointed also acting federal treasurer of the Union Terminal 
of Dallas, with headquarters at Dallas, succeeding J. W. 
Everman, resigned. 


James Maffitt Danner, whose appointment as auditor and 
local treasurer of the Abilene & Southern, with headquarters 
at Abilene, Tex., was announced in the Railway Age of August 
16, was born at Ft. Worth, Tex., on July 30, 1887. Mr. Danner 
entered the service of the Ft. Worth & Denver City on July 
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11, 1903, as an office boy in the accounting department and 
subsequently became interline clerk in the joint account de- 
partment. On July 1, 1907 he went with the Trinity & Brazos 
Valley as chief clerk of interline accounts at Ft. Worth, Tex. 
In the fall of that year he entered the service of the St. 
Louis-San Francisco in the interline freight accounting de- 
partnient of which he had charge. On March 1, 1908, he be- 
came a special clerk in the accounting department of the 
Atchison, Topeka & Santa Fe at Amarillo, Tex. The fol 
lowing year he left railway service to engage in business 
Six months later, however, he returned to railroad work 
as cashier of the Wichita Valley, at Abilene. On Augusi: 15 
1910, he became assistant auditor of the Abilene & Southern 
which position he held until his appointment as mentioned 
above. 


Harry D. Heuer, whose appointment as general auditor 
of the Terminal Railroad Association of St. Louis, the St. 
Louis Merchants Bridge Terminal, the Wiggins Ferry, the 
St. Louis Transfer, the 
St. Louis Connecting 
Railway and the Inter- 
state Car Transfer, was 
announced in the Rail- 
way Age of August 23, 
has had his jurisdiction 
extended to include the 
Alton & Southern, the 
St. Louis & O’Fallon, 
the St. Louis National 
Stock Yards, the East 
St. Louis National 
Stock Yards, the St. 
Louis & Belleville 
Electric and. the St. 
Louis, Troy & Eastern. 
Mr. Heuer was born at 
St. Louis, Mo., on Sep- 
tember 8, 1873, and be- 
gan railway work in 
the auditor’s office of 
the St. Louis & San 
Francisco in June, 1890. The following year he became gen- 
eral accountant of the St. Louis Merchants Bridge Terminal. 
In August, 1894, he was appointed assistant to the auditor 
of the Terminal Railroad Association of St. Louis and the 
St. Louis Merchants Bridge Terminal and on April. 1, 1903, 
he became assistant auditor of the Terminal Railroad Asso- 
ciation of St. Louis and its affiliated companies, which posi- 
tion he held until his appointment as general auditor as men- 
tioned above. 





Harry D. Heuer. 


Traffic 


Girvan N. Snider has resumed the duties of coal traffic 
manager of the New York Central (Line Buffalo, N. Y., 
Clearfield, Pa., and East) and the West Shore Railroad, with 
office at New York, J. Noble Snider, acting coal traffic man- 
ager having entered the United States military service. 


Robert L. Russell, assistant freight traffic manager of the 
Philadelphia & Reading, with office at Philadelphia, Pa., has 
been appointed chairman of the freight traffic committee of 
the North Atlantic Ports, with office at New York, succeed- 
ing George D. Ogden, who is now chairman of the Exports 
Control Committee. 


R. W. Hockaday, industrial commissioner of the Missouri, 
Kansas & Texas, with headquarters at St. Louis, Mo., has 
been appointed industrial commissioner of that road and the 
St. Louis-San Francisco, with the same headquarters. E. C. 
Hoag has been appointed assistant industrial commissioner, 
with headquarters at St. Louis, Mo., effective September: 1. 


W. F. Sterley, general freight and passenger agent of the 
Ft. Worth & Denver City, has been appointed assistant general 
freight agent of that road the Wichita Valley the Houston & 
Texas Central, the St. Louis-San Francisco and Texas, the Ft. 
Worth & Rio Grande, the Brownwood North & South, the Inter- 
national & Great Northern (Ft. Worth to Spring-Madisonville 
branch), the Abilene & Southern and the Ft. Worth Belt, with 
headquarters at Ft. Worth, Tex., effective September 1. 





September 6, 1918. 


Engineering and Rolling Stock 


William A. Cotton, chief clerk to the general mechanical 
superintendent of the Erie, has been appointed assistant to 
the general mechanicai superintendent, with office at Mead- 
ville, Pa. 


W. G. Massenburg, division engineer on the Gulf, Colo- 
rado & Santa Fe, at Beaumont, Texas, has been appointed dis- 
trict engineer of that road and the Ft. Worth & Rio Grande, 
the St. Louis-San Francisco & Texas, the Brownwood North 
& South, the Texas Midland, the International & Great 
Northern from Spring to Ft. Worth and Madisonville branch, 
the Ft. Worth Belt and the Ft. Worth Passenger Station, 
with headquarters at Galveston, Tex. 


Walter R. Roof, whose promotion to bridge engineer of 

the Chicago Great Western, with headquarters at Chicago, 
was announced in the Railway Age of August 23, was born 
at Newcastle, Ind., on 
April 15, 1881. Mr. 
Roof was educated at 
Purdue University, 
graduating in 1906. In 
June of that year he 
entered railway service 
with the Chicago & 
North Western, at Chi- 
cago, as arodman. The 
following year he went 
with the Pullman Com- 
pany, serving in an en- 
gineering capacity. 
Later in the same year 
he became draftsman in 
the bridge and building 
department of the II- 
linois Central, where he 
remained until 1910, 
when he went with the 
Chicago Great Western 
in the same capacity. 
In 1913 he was promoted to assistant bridge engineer, which 
position he held until his appointment as noted above. 
- T. T. Irving, whose promotion to chief engineer of the 
Grand Trunk, Western Lines, with headquarters at Detroit, 
Mich., was announced in the Railway Age of August 30, was 
‘educated at the Prince 
of Wales College and 
McGill University, grad- 
uating from the latter in- 
stitution in 1898. He 
entered the service of 
the Grand Trunk in 
May of that year as as- 
sistant engineer on the 
eastern division at Mon- 
treal. In 1904, Mr. Irv- 
ing was promoted to 
resident engineer on the 
western division and 
was engaged in that ca- 
pacity until 1912, at 
which time he was ap- 
pointed trainmaster. The 
following year he _ be- 
came division engineer 
on the western lines, 
with headquarters at 
Chicago, which position 
he held until his promotion to chief engineer of the Western 
ines, at Detroit, Mich., as mentioned above. Mr. Irving has 
een in the service of the Grand Trunk continuously for a period 
of 20 years. 





W. R. Roof 





T. T. Irving 


D. W. Thrower, assistant valuation engineer of the Illinois 
-entral, has been appointed valuation engineer, with office at 
hicago, succeeding D. J. Brumley, resigned to go with the 
corporation, ; 

Maurice Coburn, principal assistant engineer of the Penn- 
Sylvania Lines West, St. Louis system, has been appointed 
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supervising engineer of those lines, with headquarters at 
Indianapolis, Ind. 


The following appointments have been made in the en- 
gineering organization for all of the lines under the jurisdic- 
tion of J. S. Payett, federal manager, and F. Merritt, chief 
engineer; K. B. Duncan, engineer on the Gulf Lines of the 
Gulf, Colorado & Santa Fe, with headquarters at Galveston, 
Texas, has been appointed bridge engineer, with head- 
quarters at Dallas, Texas. J. L. Starkie, office engineer on 
the Gulf, Colorado’ & Santa Fe, with headquarters at Gal- 
veston, Texas, has been appointed assistant engineer; J. H. 
Davidson has been appointed water engineer, with head- 
quarters at Dallas; W. A. Hudson has been appointed right 
of way agent, with headquarters at Dallas. 


Corporate 


Executive, Financial, Legal and Accounting 


John W. Platten, whose election to the presidency of the 
Gulf, Mobile & Northern was announced in the Railway Age’ 
of June 28, entered the railway service in 1888 as a clerk in the 
office of the assistant 
general passenger agent 
of the New York, Penn- 
sylvania & Ohio, at 
Cleveland. He remained 
with the Erie system for 
about 14 years, and in 


1901 was _ appointed 
treasurer of the com- 
pany. In 1903 he re- 


signed and went to the 
Lehigh Valley, of which 
road he became second 
vice-president in 1904. 
Since 1905 he has held 
no official position in the 
railroad world, although 
he has been prominent 
in financial matters and 
has been chairman of a 
number of reorganiza- 
tion committees, includ- 
ing the first extension 
mortgage bond holders’ committee of the Missouri, Kansas & 
Texas. He is a director of the Atlanta & Charlotte -Air Line 
and of the Meridian & Memphis. 


Charles Kephart Dunlap, whose election as president of 
the Southern Pacific Lines in Texas and Louisiana was an- 
nounced in the Railway Age on July 26, was born at Green- 
field, Ohio, on April 8, 
1863. Mr. Dunlap en- 
tered railway service on 
July 5, 1887, on the 
Mexican International, 
now a part of the Na- 
tional Railways of 
Mexico, then owned by 
the Southern Pacific 
Company. He was first 
employed in the ma- 
terial department and 
subsequently was cash- 
ier at Torreon, Mex., 
agent at Sabinas, rate 
clerk, chief clerk and 
commercial agent at 
Monterey and Mexico 
City. In July, 1893, he 
was promoted to gen- 
eral freight and pas- 
senger agent, and in 
August, 1901, was ap- 
pointed general freight agent of the lines composing the 
Southern Pacific System in Texas. Five years later he was 
promoted to traffic manager, which position he held -at the 
time of his election as mentioned above. 





J. W. Platten 





C. K. Dunlap 
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Louisiana and secretary and auditor of the Lake Charles & 
Northern at New Orleans, La., has been appointed secretary 
and auditor of the Southern Pacific Lines in Texas and 
Louisiana. O, M. Longnecker has been appointed treasurer. 
Mr. Herbert and Mr. Longnecker succeed D. J. DeBlanc, 
whose appointment as local treasurer under the Railroad 
Administration was announced in the Railway Age of July 12. 
S. G. Reed, assistant general freight and passenger agent 
of the Southern Pacific Texas Lines at Dallas, Texas, has 
been appointed land and tax agent, effective September 1. 


Operating 


W. E. Brown has been appointed general manager of the 
Dayton, Toledo & Chicago, with headquarters at Covington, 
Ohio, vice W. J. Bohon, resigned. 


Lawrence V. Guild, assistant to the receiver of the Kansas 
City, Mexico & Orient and assistant to the president of the 
Kansas City, Mexico & Orient of Texas, has resigned to 
become secretary to the federal manager of the Union Pa- 
cific System, with headquarters at Omaha, Neb. 


Arthur B. Starr, special assistant to the fourth vice-presi- 
dent of the Pennsylvania Lines West and previous to May 1, 
1916, general superintendent of freight transportation of the 
same lines, was retired on July 16, through the operation of 
the pension regulations, after 48 years and 4 months con- 
tinuous service with the Pennsylvania System. 


Traffic 


William R. MacInnes, whose appointment as vice-presi- 
dent of the Canadian Pacific, in charge of traffic, was an- 
nounced in our last issue, has been freight traffic manager 
of that road for the 
last fifteen years. He 
was born at Hamilton, 
Ont., on June 7, 1867, 
and was educated at 
private schools in 
Canada and in England 
and at Marlborough 
College, England. He 
is the son of the late 
Donald MacInnes, 
who was a senator in 
the Canadian Parlia- 
ment, and a member of 
the board of directors 
of the Canadian Pacific 
Railway. W. R. Mac- 
Innes, has been in the 
service of the Canadian 
Pacific since June, 1885, 
having begun that year 
as a clerk in the pur- 
chasing department at 
Montreal. He was soon promoted to a position in the solici- 
tor’s office and then was transferred to the traffic department, 
in which he was rapidly promoted. In 1896 he was made 
Chicago representative of the freight department, and three 
years later became general freight agent of the company’s 
tines west of Lake Superior. Here he remained three years, 
1899-1901, and in the latter year was promoted to the posi- 
tion of assistant freight traffic manager of the western lines. 
This he held until his promotion to freight traffic manager 
in 1903. 





W. R. MacInnes 


Daniel T. McCabe, vice-president in charge of traffic of 
the Pennsylvania Railroad, Western Lines, was retired from 
active service on July 1, under the operation of the company’s 
pension regulations and placed on the Roll of Honor after a con- 
tinuous service of 48 years. While withdrawing as an executive 
officer Mr. McCabe will continue to serve the corporate interests 
of the Pennsylvania System by remaining a member of the board 
of directors of the Pittsburgh, Cincinnati, Chicago and St. Louis, 
the Pennsylvania Company and other corporations. Samuel 
Moody, passenger traffic manager of the Pennsylvania Lines 
West of Pittsburgh also retired from active service under the 
persion regulations on July 1. He had been in the service of the 


company for 32 years and 6 months. 
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Engineering and Rolling Stock 


J. J. Ginty, signal inspector on the Grand Trunk, has been 
appointed supervisor of signals at Montreal, Que., succeed- 
ing Charles H. Tillett, promoted. 


J. A. Burnett, electrical engineer in the signal department 
of the Grand Trunk at Montreal, Que., has resigned to be- 
come technical assistant on the British government war pur- 
chasing board, at Washington, D. C. 


F. T. Hatch, chief engineer maintenance of way of the 
Pennsylvania Lines West, St. Louis system, with head- 
quarters at St. Louis, Mo., remains with the corporation as 
consulting engineer and will have charge of valuation mat- 
ters, with headquarters at St. Louis. 


George H. Davis, resident engineer of the Toronto Ter- 
minals of the Canadian Pacific, has been appointed assistant 
engineer maintenance of way, with office at Montreal, Que., 
and U. A. G. Dey, assistant engineer of construction at Mon 
treal, has been made assistant engineer of the Toronto Ter 
minals, succeeding Mr. Davis. 


R. C. Watkins, division superintendent on the Southern Pa 
cific Lines in Texas, has been appointed maintenance of way 
engineer of the Southern Pacific Lines in Texas and Louisi 
ane. E. B. Dailey, assistant director of purchases of the 
Southern Pacific System at New York, has been appointed 
mechanical engineer of the Southern Pacific Lines in Texas 
and Louisiana, effective September 1. 


Obituary 


G. A. Bruce, general master mechanic of the Great North 
ern, eastern district, with headquarters at St. Paul, died on 
August 26, at Minot, N. D. 


C. W. Van Buren, general master car builder of the Ca- 
nadian Pacific, was killed in an automobile accident neat 
Albany, N. Y., on August 25. 


Robert E. Smith, general superintendent of motive power 
of the Atlantic Coast Line, with office at Wilmington, N. ( 
was found dead in bed on August 27. Mr. Smith’s rifle was 
found in his room and it is the opinion of a coroner's jury 
that he had accidentally shot himself while cleaning the gun. 


Thomas R. Taltavall, editor of Telegraph and Telephone 
Age, died at his home in Mahwah, N. J., on September 2 at 
the age of 63. Mr. Taltavall was for many years a prominent 
figure in the conventions of the Railway Telegraph Super 
intendents’ Association, and had a wide acquaintance among 
railroad men in that department. He was an expert telegra- 
pher, and was for many years superintendent of the leased 
wire system of the Associated Press. He had worked in the 
technical press editorial field for the past 28 years, and had 
been editor of Telegraph and Telephone Age since 1911. 


Charles W. W. Field, formerly city passenger agent 0! 
the Central Vermont and the Grand Trunk, at Boston, and 
second lieutenant in the 103rd Machine Gun Battalion, 52nd 
Brigade, 26th Division, of the American Expeditionary 
Forces, was killed in action in France on July 19. Lieutenant 
Field was born in Windham, Me., on June 25, 1892, the son 
of a veteran of the Civil War. He was educated at Windham 
High School and Bowdoin College, and entered the railroad 
service at Portland, Me., as a ticket seller of the Boston & 
Maine. Later he went to Boston in the service of that com 
pany, and entered the employ of the Central Vermont in 
January, 1917. He resigned a few months later to attend the 
officers’ training camp at Plattsburg, N. Y. 

RECEIPTS FROM THE NATIONAL Forests in the fiscal year 1918 
ending June 30, exceeded those for 1917 by almost $120,000 
and totaled over $3,574,000. 


CHAMBER OF COMMERCE FOR BueNos Ayres.—An Allied cham 
ber of commerce has been organized in Buenos Ayres to unify 
and promote commercial and trade interests of the nations at 
war with Germany. The chamber will be governed by three 
delegates from each of the British, French, Italian and Belgiai 
chambers of commerce and three delegates from the American 
Commercial Club. A paid secretary will be in charge and will 
answer inquiries. 








